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A Conservative Warning 


_—— 


The editor of the Century, under the caption, “The 
Ferment in the West,” gives so true an analysis of con- 
ditions, that we are publishing his reflections in full, in 
our space devoted to newspaper comment. 

His opinions are those of a student of a wide range 
in perception, and fairly state the underlying principles 
in the present political unrest. The reasons advanced 
for the protest against present methods are not those of 
a revolutionary mob, but the candid personal considera- 
tion of an intelligent population, whose ancestors were 
equal to the emergencies of government, so that tradi- 
tions of a democracy have been fairly well preserved. 
It is a very poor policy to ordinarily encourage purely 
sectional issues, except that the issues of the smaller 
region, when they predominate in government, are op- 
posed to the creed of a majority rule. Upon this funda- 
mental belief in a majority the perpetuity of this nation 
rests, and it is the only basis of security. Careful study 
of general conditions by those who are at present shap- 
ing the country’s destinies, from a survey of a very 
limited extent, will be very greatly broadened by a read- 
ing of the editorial from the conservative and non-sensa- 
tional Century. The statement that “it is important that 
there should be no line of cleavage between the east and 
west” indicates in the writer’s mind such a possibility. 
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WEST, THE STAR OF EMPIRE 


Has Center of Prosperity Overtaken and Outrun 





Center of Population in Its Westward Trend? 





Washington, D. C., August 19.— 
To make use of the ideas of others 
when only the scissors are neces- 
sary for the transfer, is usually a 
poor plan for permanent results, but 
when so important a metropolitan 
paper as the Washington Post 
presents a condition that conforms 
completely to our beliefs, we can do 
no. better than use it, and hence 
we reprint the comments below: 

“Has the center of prosperity overtaken and over- 
lapped the center of population in its westward trend? 
Or is the check to activity noticeable only in the east 
of a temporary character? Various reasons are as- 
signed for the falling off in bank clearings at New 
York and other eastern money centers, while at the 
same time increases are reported from western and 
southern points in sufficient volume to bring the total 
above the corresponding dates of last year. Dismiss- 
ing the explanations, which do not explain, together 
with others which are contradictory, there are left for 
consideration two or three things which undeniably are 
among the factors that have brought about the anoma- 
lous result that depression exists in the east in face 
of increasing prosperity west and south. 

“One of the obvious reasons why the east is falling 
behind is the heavy decrease in exports, which affects 
the earnings of the railroads hauling them and the 
banks that financed them. While the east last year 
was falling hundreds of millions behind the high point, 
the southern ports were actually gaining over the pre- 
vious year. 

“The drift of speculation away from the east has 
much to do with the decrease in bank clearings and 
telegraph business. The public is tired of the game, 
for one thing, and then it was found more profitable 
to put money in western farm lands and mortgages 
than in stocks. Thus, the western banks are turning 
their money over at a rate rarely experienced, while 
the New York banks are worrying over the slack de- 
mand for funds to move the crops, not fully realizing 
as yet that the crops do not move that way as of yore. 

“While the decrease in exports and the slump in 
speculation are probably only temporary, and the east 
may regain all or more than it has lost from these 
two causes, more doubt attaches to the third and 
principal factor in the equation. This is the higher 
cost of living. It cuts into the east’s prosperity both 
ways, reducing its buying power, and causing a lessen- 
ing demand for its manufactured products. All that the 
west has gained from inflated prices for foodstuffs has 
come out of the pockets of the eastern consumers, 
while the economies practiced on account of the high- 
priced necessities have paralyzed eastern industries to 
a point not equaled in recent years. Before the east 
can rally from its present condition the prices of raw 
cotton and foodstuffs must come down materially, and 
there is no sign that these changes are at hand.” 

Taken in connection with an editorial opinion from 
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the Century, published elsewhere, an entirely new sit- 
uation is being made clear, and one that we have more 
or less briefly outlined several times. Having moved 
about the country in our business travels quite fre- 
quently, and having covered the territory fairly well 
between the two oceans and between the Lakes and 
the Gulf, we have expressed opinions only as_ they 
became conclusions through observation, and, using our 
best endeavors to waive prejudice and accept facts, we 
have confidence in the reasonableness of what we have 
said. W. B. B. 


To Have Lower Canned Goods Rates 





Baton 
operative 


Rouge, La., 
efforts of the 
sion and the state 


August 19.—Through the co- 
Interstate Commerce Commis- 
railroad commission, Baton Rouge 
is to be placed on a parity with New Orleans and 
Vicksburg with respect to the rates on canned goods 
from southeastern points. 

It seems that for time the interstate rates 
from Georgia to this city been higher than to 
either New Orleans or Vicksburg. The matter was 
called to the attention of the state railroad commis- 


sion, and it in turn immediately took up the question 


some 
have 


with the national rate tribunal. The efforts at _ re- 
adjustment at first met with rebuff from the carriers, 


but finally F. B. Bowes, traffic manager of the Yazoo 
& Mississippi Valley, had the question of reducing the 
Baton Rouge rates to the New Orleans level docketed 
for discussion at a meeting of the freight agents of 
the interested lines, and it was agreed upon to make 
arrangements for the publication of the same basis to 
Baton Rouge from the southeast as applied to New 
Orleans and Vicksburg from the same destinations. 

Just how soon the new rates would be established 
was not apparently decided upon, although it appears 
that Mr. Bowes has urged the initial lines to make 
the required amendments to their tariffs without any 
unnecessary delay. 


Orders Cut in Log Rates 


Indianapolis, Ind., August 19—The state railroad 
commission, in an opinion by Chairman Wood, has or- 
dered a reduction in the rate on logs between Michigan 
City and Goshen from 8.5 to 7 cents and between Disco 
and South Bend from 8 to 6 cents. 

The order was issued as a result of complaints 
filed with the board by Sander & Egbert, lumber dealers 
and sawmill owners at Goshen. In the first case the 
Erie and Vandalia were parties, and in the South Bend- 
Disco the Cleveland, Cincinnati, Chicago & St. Louis and 
the Toledo, St. Louis & Western were the defendants. 
It appears that about two years ago the commission or- 
dered rates of 6 and 5 cents for the hauls at issue, but 
in the present cases complainant was willing to pay 
somewhat higher rates. 





COMPREHENSIVE AND OF GREAT ASSISTANCE. 
“We are subscribers for your valuable issue, Traffic 
Bulletin, and find it very comprehensive as well as a 
great assistance in our business.’—Western Portland 
Cement Co., Kansas City, Mo. 
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DECISION OF COMMISSION 


Interstate Board Hands Down Rulingsin Contesteg 
Case 








Barred from Reparation Award 


OPINION NO. 13802. 
No. 2106. 
(19 I. C. C. Rep., 354.) 
JOSEPH ULLMAN 
vs. 
AMERICAN EXPRESS COMPANY ET Al. 
Submitted March 30, 1909. Decided June 15, 1910 


Original complaint herein alleged unreasonable rates, 
not ask for reparation. The Commission ordered red 
of rates, and subsequently complainant instituted this pro 
ceeding for reparation; Held, That under Rule 206 of Con 
ference Rulings Bulletin No. 4 complaint should b: 
missed. 


Isaac Weil for complainant. 

O’Brien, Boardman, Platt & 
States Express company. 

T. B. Harrison, Jr., for American Express company. 


Littleton for United 


Report of the Commission. 
KNAPP, Chairman: 

By complaint filed December 6, 1907, and amended 
May 26, 1908, complainant alleged that defendants’ rates 
for the transportation of raw furs from St. Paul to New 
York were unreasonable, and that defendants unlawfully 
applied to this commodity a lower rate when consigned 
to themselves at New York for shipment abroad than 
when sent to any other consignee for that purpose. No 
reparation was asked. By order of June 25, 1908, defend 
ants were required to reduce their domestic rate on 
raw furs, St. Paul to New York, from $4.50 to $3.50 per 
100 pounds, and to extend to complainant and other ship 
pers of raw furs for export their inland export rate (14 
I. C. C. Rep., 340). 

By a new complaint, filed February 5, 
plainant instituted the present proceeding, in 
reparation is sought in the sum of $188.83, 
ments of furs from St. Paul to New York prior to the 
effective date of the Commission’s order in the original 
proceeding, the amount involved representing the differ 
ence between said rates of $4.50 and $3.50, as applied 
to complainant’s shipments. It thus appears that com- 
plainant instituted one proceeding in which he sought 
relief for the future; and, having been successful therein, 
has instituted a second proceeding in which he seeks 
reparation on account of past shipments upon the basis 
established by the Commission for the future. Defend- 
ants contend that if complainant desired an award of 
reparation he should have given notice to that effect 
in his original complaint, and having failed to do s0 
should now be estopped from claiming damages upon 
shipments which moved prior to the filing of such com- 
plaint. 

With this contention we are inclined to agree. AS 
has been heretofore suggested, the Commission is not 
disposed to try complaints by piecemeal. If a complain- 
ant desires to secure reparation upon traffic in respect of 
which he also seeks reduction of the rate for the future 
we think he may reasonably be required to present lis 
whole case at once. The Commission enforces in i'5 
investigations only the most elementary rules of proce 
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dure, requiring merely that the complaint shall set forth 
concisely an alleged violation of the act. It is aimed 
to avoid technical rules which might impede the way to 
substantial justice, and to determine each case upon the 
merits alone. Obviously, however, it is in the interest 
of good administration that an entire case should be 
presented to the Commission and to the defendants. 

Cases are ordinarily assigned for hearing at some 
yoint convenient to the complainant; but each hearing 
involves attendance by a member of the Commission or 
an examiner, and of the defendants’ counsel and wit- 
nesses, at the place assigned. If, after an order for the 
future is secured, complainant may institute another pro- 
eeding for reparation on past shipments, a second hear- 
ing becomes necessary, which may involve an expendi- 
iure of public funds and a hardship upon defendants 
quite out of proportion to the amount sought to be recov- 
ered. Moreover, it does not follow, because the Com- 
mission has found a rate unreasonable and established 
a lower rate for the future, that the former rate was un- 
reasonable at all times in the past; and therefore, in 
such a proceeding as this, a second and independent in- 
vestigation would be unavoidable. These are among the 
practical considerations which impel us to condemn the 
trial of cases by piecemeal and to uphold the general 
principle that, so far as may be practicable, the defend- 
ant carrier should be apprised in one proceeding of the 
entire relief sought in respect of the subject-matter of 
the complaint. 

Reparation will not ordinarily be awarded in a for- 
mal case attacking a rate as unreasonable unless intent 
to demand reparation is specifically disclosed in the com- 
plaint or in an amendment thereto filed before the sub- 
mission of the case. The Commission will, of course, 
reserve the right to deal as may be deemed proper with 
a claim for reparation disclosing unusual circumstances, 
where application of the general rule might be unjust 
or inequitable (Conference Rulings Bulletin No. 4, Rule 
206). The present complaint will accordingly be dis- 
missed. 


Commission Opens Branch Office 





The Interstate Commerce Commission has opened a 
branch office in Chicago. 

At present, however, the work of the local office is 
limited to the department of examination of accounts— 
a subdivision of the bureau of statistics and accounts. 
Fred W. Sweney is examiner in charge, while Charles 
A. Lutz, chief examiner, is head of the division, the 
whole being under the supervision of Professor Adams. 
For its local headquarters the Commission has engaged 
a suite, on the fourteenth floor of the new Steger build- 
Ing, at the corner of Jackson boulevard and Wabash 
avenue. 

The local force at this writing is said to be com- 
bosed of about forty men. Practically all of these, it is 
understood, are engaged in the checking and examina- 
tion of accounts necessary as the result of the Commis- 
sion’s decisions in the Pacific coast and intermountain 
cases last month. 


EXPRESS RATE HEARING POSTPONED. 
Lansing, Mich., August 19.—The hearing on express 
tates, which was to have been held before the state rail- 
toad commission last Friday, has been set for next 
Wednesday, the 24th. 
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EASTERN HEARING GOES OVER 


Rate Advance Question Not to Be Taken Up Until 
Next Month— Order Issued in Western Case 





The hearing on the proposed increases in freight 
rates in Official Classification territory will not be in 
full swing until next month. At the meeting held in 
New York city, Monday, it was agreed that the matter 
should be postponed until September 7. 

Special Examiner Brown presided over Monday’s 
hearing. As a hint of the scope of the proceedings 
and the attitude of the Commission, the examiner said: 

“Both oral testimony and statistical exhibits will 
be allowed and, although there will be no undue haste, 
it must be understood there will be no undue delay. 
We want to get at the facts. If the carriers can prove 
they are entitled to an advance, they ought to get it. 
If it can be shown they are not entitled to it, it should 
be denied. 

“Everyone interested has the right to be repre- 
sented, whether they be shippers, carriers, the people 
in general, or the Commission. The evidence, I take 
it, will be largely statistical. Both sides will be subject 
to cross-examination, in order that the full truth may 
be learned.” 

Following the entering of the appearances of the 
railroads, Chairman McCain of the Trunk Line asso- 
ciation moved to adjourn. There was one objection to 
this, but the examiner ruled that, inasmuch as the 
burden of proof rested on the carriers, the considera- 
tion asked for in a postponement should be granted. 

Among the representatives of both sides present 
were the following: 

Clyde Brown and O. E. Butterfield, New York Cen- 
tral lines. 

W. S. Opdyke, Delaware & Hudson company. 

John B. Kerr, New York, Ontario & Western Rail- 
Way company. 

Hugh IL. Bond, Jr., 
company. 

Edgar H. Boles, Lehigh Valley Railroad company 
and the Lehigh Valley Transportation company. 

Lucien Hugh Alexander, Toledo, St. Louis & West- 
ern Railroad company. 

Frank Lyon, Washington, attorney for the Inter- 
state Commerce Commission. 

J. A. Peabody, Chicago, statistician, Atchison, To- 
peka & Santa Fe Railroad company. 

George S. Patterson and Francis I. Gowan, Penn- 
sylvania Railroad company, the Philadelphia, Baltimore 
& Washington, the Northern Central, the West Jersey 
& Seashore and the Baltimore, Chesapeake & Atlantic 
Railroad companies. 

A. P. Burgwin, Pennsylvania company, the Pitts- 
burg, Cincinnati, Chicago & St. Louis, the Cincinnati 
& Muskingum Valley, the Cincinnati, Lebanon & North- 
ern, the Cleveland, Akron & Columbus, the Grand Rap- 
ids & Indiana, the Pittsburg; Chartiers & Youghiogheny 
and the Vandalia Railroad companies. 

Francis B. James, for the Shippers’ association and 
the National Industrial Traffic league, also represented 
in person by J. C. Lincoln, F. B. Montgomery and J. M. 
Bellville. 

Charles Heebner, Philadelphia & Reading. 


Baltimore & Ohio Railroad 
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W. F. Jenney, Delaware, Lackawanna & Western. 
H. A. Taylor, Erie Railroad company. 
Jackson E. Reynolds, Central Railroad of New 


Jersey. 


Cc. C. McCain, chairman, Trunk Line association. 

D. O. Ives, chairman of the executive committee of 
several eastern commercial organizations. 

Issues Order in Western Cases. 

The Commission this week made public its order 
in the western rate advance case. The proceeding is 
Case No. 3500 on the Commission’s docket and is en- 
titled “In Re Investigation of Advances in Rates by 
Carriers in Western Trunk Line, Trans-Missouri and 
Illinois Freight Committee Territories.’ Two hundred 
and two carriers are made defendants to the proceed- 
ings and 132 tariffs or supplements to tariffs are in- 
volved. The list includes 15 of the Alton-Iowa Central 
coalition; 13 for the Chicago, Burlington & Quincy; 31 
for the St. Paul; 15 for the Rock Island; 14 for W. H. 
Hosmer, agent; 30 for the Illinois Central; 9 for the 
Soo Line; 2 for the Northern Pacific, and one each for 
the Quincy, Omaha & Kansas City, W. J. Sedgmen, 
agent, and the Wisconsin Central railway. 

The phraseology of the order follows that of the 
one in the eastern cases and recites the facts that the 
tariffs specified have been filed to become effective 
November 1, 1910; that they state new individual or 
joint fares, rates and charges applicable on the articles 
named therein, in excess of those now in effect; that 
it has been ordered that the Commission, on its own 
motion, without formal pleading and without answer by 
the carriers interested, enter upon a hearing concern- 
ing the propriety of such advances and the lawfulness 
of the rates, fares and charges stated in the schedules 
under investigation; and that a hearing will be held 
at the federal building, Chicago, at 11 a. m., August 
29. 1910. 

Felton Attacks Misstatements. 

S. M. Felton, president of the Chicago Great West- 
ern railroad, is another of the executives that have 
come out with statements branding many of the stories 
that have recently appeared on the freight rate situa- 
tion as inaccurate. 

“It is high time for someone to call a halt on 
these inaccurate stories,’ he said. “The kind of mis- 
representations and downright falsehoods regarding rail- 
way affairs that are being put forth by those who are 
opposed to an advance in freight rates is illustrated 
by statements given out in New York and Washington 
and appearing in dispatches in the papers. 

“One of these statements, which emanated from 
New York, was that railway gross earnings in 1909 
exceeded those of 1907 by $57,000,000 and that railway 
net earnings in 1909 exceeded those of 1907 by $147,- 
000,000. Now, the fact is that railway gross earnings 
in 1909 were $170,428,040 less than they were in 1907 
and that railway net earnings in 1909 were $21,355,636 
less than they were in 1907. 

“After reading such incorrect statements as this. 
one is prepared for the exaggeration in a dispatch 
from Washington regarding what the proposed increase 
in freight rates in Official Classification territory would 
amount to. 

“It was stated that the proposed increases in freight 
rates would average 16 per cent and that if they went 
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into effect they would increase railway earnings by 
$500,000,000. Now the fact is that the freight earnings 
of the roads designated by the Interstate Commerce 
Commission as groups 1, 2 and 3, which handle prac. 
tically all the business in the territory involved, were 
in 1907, the most prosperous year in their history, but 
$786,545,547. 

“Consequently, a 16 per cent increase in their rates 
would amount to about $125,000,000, or only one-fourth 
as much as asserted. Furthermore, it is probably an 
exaggeration to say that the increase in rates will 
average anywhere near 16 per cent. My estimate would 
be nearer 5 per cent on the total traffic. 

“As these misrepresentations of railway matters 
continue so persistently, the conclusion seems _ un- 
avoidable that they are started by those who have a 
selfish interest in preventing the roads from increasing 
their rates.” 

Ripley Appeals to Employes. 

In the current number of the Santa Fe Employes’ 
Magazine, President Ripley of that system appeals to 
the men to use their political influence to block anti: 
railroad radicals. 

“Various letters from employes have reached us,” 
writes the president, “asking for information as to the 
wishes of the management in political matters. For 
obvious reasons these could not be answered. 

“As every employe knows, this company has con 
sistently refused to be mixed up in political questions 
or to attempt in any manner to influence the votes of 
its employes. It is not the intention to deviate from 
this policy. No questions will be asked of any employe 
before election how he will vote, nor after election 
how he did vote. Each man must be guided by his 
own convictions as to what is right in principle and 
how his interests will be affected by his vote. 

“Yet, in these days when the demagogue is in ev! 
dence, and unjust attacks are being made upon the 
railroads, I may properly suggest that you consider 
well what influence your vote will have upon the future. 
Certain candidates are asking for election on the ground 
that further regulation is necessary, and further reduc- 
tion of rates. You know—or can ascertain—the history 
and record of the various candidates. You know who 
is anti-railroad and who is conservative. 

“The Santa Fe has no candidate for any office. 
It has no interest in the success or defeat of any 
political party, but I do not hesitate to say that its 
interests and yours will be conserved if its employes 
east their votes solidly against those who stand for 
anti-railroad legislation and who seek to build them 
selves up upon that platform.” 


ORDERS CUT IN CEMENT RATES. 

Guthrie, Okla., August 19.—The state corporation 
commission has issued an order fixing the rate on Port 
land cement from Ada to Oklahoma City at eight cents 
and from Ada to Guthrie at 10.4 cents per hundred 
pounds. The rate applies via the Santa Fe and the 
Oklahoma Central lines and is a carload rate carrying 
a 38,000-pound minimum. 


WINS ENTRANCE INTO DULUTH. 
Madison, Wis., August 19.—The state railroad com 
mission has granted permission to the Wisconsin Cel 
tral division of the Soo line to cross that part of this 
state necessary to effect an entrance into Duluth, Min. 
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THE ERIE RAILROAD 





BY CHARLES F. SPEARE.* 


There are two Eries, the financial Erie and the 
physical Erie. The first is understood and deplored. It 
is an ineubus on every member of the operating staff, 
rom the president down to the lowest track worker. 
Stockholders sigh over it. The second is not appreciated 
ind is so confused with and enveloped in the first that 
only a small minority will credit it at its full value. 

It is essential that one see the Erie at work and 
study its problems and the manner of meeting them 
fore drawing final conclusions about its destiny from 
annual report analyses. 

From the physical standpoint the Erie is an inter- 
esting study. One may even grow enthusiastic over it at 
certain points. To be sure, the financial cloud by which 
the company is surrounded has a way of always floating 
across Erie skies when they seem to be brightest, em- 
phasizing its poverty and its limitations. My personal 
belief is that the Erie cannot escape ultimate reorganiza- 
tion, nor ought it to try to. I fully recognize the vul- 
nerable parts in the Erie make-up. On the other hand, 
one cannot but have profound respect for what Erie 
men have made of their road with so little to work with 
nd with the perpetual necessity for stripping every bone 
clean to the marrow. 

It was not because Samuel Sloane was a better oper- 
iting official than E. B. Thomas or that President Trues- 
dale measures so much higher than President Under 
wood that the Lackawanna railroad to-day is the richest 
corporation in the east and its closely paralleling com- 
petitor, the Erie, the poorest. The pirate gang of Drew, 
Gould and Fiske sowed the seed a gerferation ago from 
which the Erie of to-day and of to-morrow has and will 
have to suffer. The troubles of the Erie are organic. 
Surgery of an extreme sort would help them. What they 
are getting is a sort of mild, osteopathic treatment which 
‘emporizes with the situation and shifts the disorder 
from one badly affected part to another not so weak, 
and so on around the circle. 

One might go back beyond Drew, Gould et al. to 
he original promoters of the Erie and find causes for 
is failure to yield a satisfactory return to its stock- 
holders. The builders of the Erie followed the pork 
barrel. They laid their rails along the route that pro- 
duced the largest subscriptions instead of a line of least 
srade resistance and largest centers of population or of 
traffic prospects. Consequently, the Erie, between Buf- 
lalo and New York, is a through line proposition lacking 
those large cities and towns which border the New York 
Central, the Lehigh Valley, and, to a less extent, the 
Lackawanna. West of Buffalo, the Erie has similar dis- 
advantages. 

That part of the road was also built to satisfy 
local pride. It is now regarded by engineers as the 
oorest designed railroad in the country. It is an “up 
hill and down dale” route, creating some of the hardest 
operating problems that have to be met in the east. If 
the Erie ever gets enough capital it will build a new line 
about 180 miles long from Meadville, Pa., out to Lake 
Erie at Painesville, which will come into the main stem 
again at Galion, O., and so permit of a continuous low 
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gradient line over the entire 999-mile system from Chi- 
cago to Jersey City. 

On the Erie a dollar is made to go a long way. It 
has to. The most extravagant act of the management 
in recent years was in paying dividends on its preferred 
stocks. This was done on the principle that a man can 
afford to borrow money to properly clothe himself when 
he is presented for a new position rather than appear in 
shabby raiment. The Erie boosted its credit by the divi- 
dend device. Such credit always falls, in time, to its 
natural level. This was what happened in 1907. 

This series of articles on the Erie has primarily to 
do with the physical and operating aspects of the road. 
It is in this quarter that new methods have been intro- 
duced in recent years, and by them the stigma of a long 
period of inefficiency, resulting in poor service, removed. 
The Erie, like the Baltimore & Ohio in the reorganiza- 
tion days, has been looked upon as a comic railroad 
proposition by commuters in and out of New York, who 
have measured all other parts of the property by the 
few miles they have seen of it. Granting that service 
in the suburban zone was bad for many years, and the 
quality of equipment on an equal plane, we have to ac- 
cept the public service records over the past year, which 
show a smaller percentage of delayed trains on this 
road than on any other entering the Jersey City termi- 
nals. In June the Erie operated 285 fast freights and 
but four of these failed to make connections or reach 
terminals on time. This is nearly a perfect record in this 
class of efficiency. 

Efficiency on the Erie is the result of necessity. If 
the Erie were wealthy like some of its competitors it. 
too, would probably be wasting money just as they are 
in expensive terminals, stations, overmaintenance and in 
the numerous ways that waste is absorbed where credit 
is good and new capital can easily be raised. My per- 
sonal belief is that this waste nearly always equals the 
gain that is to be had from ability to adopt methods tend- 
ing toward greater economy. Because the Erie is poor 
in pocket her men have to work for less pay than the 
employes of roads running side by side with it. Still, 
the Erie has as loyal a body of men as is to be found in 
the east, and men who are to-day very proud of the re- 
sults which they are helping to produce. This quality is 
everywhere apparent out on the road. It is one of the 
best assets the Erie management possesses. It saves 
many dollars for net earnings, by preventing waste in 
accidents, delays and in use of material and starts a 
whole lot of new revenue in the direction of the com- 
pany’s treasury. 

The last three years, which, from a financial stand- 
point, have been the hardest the Erie has borne since 
the receivership, figure, on the other hand, as the best in 
operating quality. And this is because good work has 
to be done for the Erie to live. The reserve: power of 
the men and the property have appeared in this interval. 
Some of the things that have been accomplished will be 
indicated in the following articles. 


CUT OFF TAP LINE ALLOWANCES. 


St. Louis, Mo., August 19.—Leading southwestern 
trunk lines have given instructions for the cancelation 
of divisions on lumber rates with practically all of the 
so-called tap line roads in that territory. September 24 
is the date set for the discontinuance of most of these 
divisions, although some hang over until October 16. 
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ATTACK MASTER'S FINDINGS 


Interstate Commerce Commission Fights Recom- 
mendation for Injunction in Coast Lumber Cases 





St. Paul, Minn., August 19.—If the returns for a 
railroad under certain rates are admitted to be re- 
munerative and the Commission condemns an advance 
over existing charges, has the court the power to en- 
join the Commission’s order? 

Further, would the effect of such an injunction be 
other than to empower the carrier to charge rates that 
would bring it an excessive return? 

Shall the courts be permitted to exercise a dis- 
cretionary judgment in rate matters, substituting their 
own opinion for that of the Commission, while con- 
demning the Commission for exercising similar powers? 

These are among the broad questions raised in the 
exceptions filed in the United States Circuit court here 
by the attorneys for the Interstate Commerce Com- 
mission challenging the findings of fact and conclu- 
sions of law of Special Master Dickson in his report 
recommending that the Commission’s orders fixing rates 
in the Pacific coast lumber cases be enjoined in so far 
as they affected charges east of the so-called Pembina- 
Port Arthur line. A summary of the master’s report 
was given in THe TRAFFIC WortpD July 30, 1910, page 
198. 

Argument will probably be heard before the master 
to-day. Luther M. Walter and W. A. Wimbish arrived 
from Chicago this morning to look after the interests 
of the Commission. The railroads will be represented 
by Hale Holden, assistant to the president of the Bur- 
lington and formerly general attorney, and Henry A. 
Scandrett, who is acting as commerce counsel for the 
Harriman lines, during the absence of F. C. Dillard. 

The first exception to the master’s findings of fact 
is to his statement that the old 40-cent rate to St. 
Paul was originally established to offset in a measure 
an empty eastbound car movement. Defendants claim 
that the finding should have been that the railroads 
believed the rate to be reasonably compensatory to 
begin with. On this point, it was brought into the 
record before the master that James J. Hill had gone 
out to the northwest months before the lines were 
actually in operation, and newspaper clippings of his 
speeches at that time were cited to show that he had 
stated that this rate was a reasonable one. 

Exception is taken a little further on to the same 
finding with reference to the empty car movement, de- 
fendants contending that the master should have said 
that the rate was voluntarily made by the carriers in 
1893 for the purpose of stimulating the coast lumber 
traffic and of furnishing the carriers with adequate com- 
pensation and, further, that it was announced by the 
Great Northern before that road was opened for busi- 
ness at Seattle and before it was known whether there 
would be any empty car movement eastbound. 

Defendants claim that the master should not have 
found that the lumber industry was depressed during 
the panic of 1907 and that this financial distress must 
be taken into consideration, but that even before that 
time, operations were greatly decreased, following the 
advance in rates complained of by the lumbermen. 
Attack is also made on the statements incorporated in 
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the report as to the increased cost of operation. 


master quotes the testimony of R. |. Farrington as to 
the cost of operation on the Great Northern, in which 
witness said: “It cost nearly 63 per cent more to h 

a freight car one mile in 1907 than it did in 189 
The Commission avers that the master should have 
found that “While the cost-of operation has constant], 
increased, the economy of operation has kept p: 
therewith. The minimum carload of lumber has greatly 
increased, engines haul much heavier trains, roadbeds 
have been improved, so that the cost of hauling a single 
unit, compared with the revenue therefrom, is much 
less than in 1893.” 

Exception is taken to the statement that the revenue 
per ton per mile under the Commission’s rates is far 
below the average on complainants’ roads and that 
the rate to Omaha is a very low one; further, that 
the Commission established a rate of 50 cents to Omaha 
and Missouri river points on the Pembina-Port Arthur 
line, defendant contending that the Commission did 
not disturb the 50-cent rate which had been in effect 
to these points for many years. Likewise, the assertion 
that St. Paul and Omaha are on a parity as bases ot 
through rates and are so considered by the Comnuuis. 
sion and by rate experts, is challenged. 

The Commission attacks the master’s finding that 
the evidence is reasonably plain that the value of th 
property of the Hill lines devoted to the public service 
is substantially above the amount represented by the 
par value of their outstanding stocks and bonds as being 
unsupported by the evidence in the record. Objection 
is made to his finding that the earnings of these con 
panies during the period covered by the evidence have 
not been excessive, and that the net returns in recent 
years have probably been below rather than above the 
measure of a fair return upon the reasonable value ot 
the proportion of the property used in public service 

“There is no evidence of original cost of construc 
tion, amount expended in permanent improvements, pres 
ent cost of construction compared with original cosi 
of construction, the probable earnings upon the rates 
complained of, or operating expenses during the life 
of the order,” replies the Commission to the last-m: 
tioned finding. 


Requested Findings of Fact. 


Objection is made because the master failed to mak 
the following findings of fact: 

“1. The rates provided for in the schedules to 
become effective November 1, 1907, were enjoined 
the Circuit court of the United States, having juris 
diction, and the same were never collected by th: 
complainants herein. Shippers of lumber continued to 
pay the rates in effect prior to November 1, 1907, «n¢ 
no part of the revenues of the carriers were due (lo 
the increase in lumber rates provided for Novem): 
1, 1907. 

“2. The net returns per mile of railroad for ea 
of complainants was much greater at the time of 
hearing before the Commission than they were 
years before. Freight car capacity had greatly increased 
much larger train tonnage was handled, train crews 
handled much more tonnage, engine capacity had greatly 
increased and had much more than kept pace with th 
increased cost of labor or of construction. 

“3. The 50-cent lumber rate over the Union Paci 
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railroad covers as a blanket rate all points from Med- 
ford, Ore., 350 miles south of Portland to Cascade 
Locks, 48 miles east of Portland, the center of origin 
being 152 miles south of Portland; this rate covers as 
4 blanket rate all destination points from Brule, Neb., 
250 miles west of Omaha, to Omaha, the center of des- 
tination being 175 miles west of Omaha. The distance 
from the center of origin to the center of destination 
is 1,670 miles. The per ton per mile rate for the av- 
erage distance is 5.96 mills. 

‘The 45-cent lumber rate over the Northern Pa- 
cific covers as a blanket rate all points of origin from 
South Bend, Wash., to 145 miles east of Tacoma, the 
center of origin being ten miles east of Tacoma; this 
rate covers as a blanket all points of destination from 
Glendine, Mont., 676 miles west of St. Paul to St. Paul, 
the center of destination being 338 miles west of St. 
Paul, the distance from center of origin to center of 
destination being 1,566 miles. The rate per ton per 
mile rate is 5.78 mills. 

‘On all shipments to Chicago via Omaha upon 
which the rate is 55 cents, the Union Pacific receives 
for its haul only. 45 cents. On all shipments to Chicago 
via St. Paul on which the 55-cent rate is applied, the 
Hill lines received for the haul to St. Paul 45 cents. 

“4. Rates have been voluntarily put into effect and 
are now in effect from Spokane to Winnipeg over the 
Northern Pacific and the Canadian Northern and the 
Great Northern and the Canadian Northern of 37 cents 
per one hundred. Via the Northern Pacific the distance 
is 1,845; via the great Northern, 1,356. From Belling- 
ham, Wash., via the Northern Pacific to Winnipeg the 
distance is 2,094.4 miles, and the rate is 40 cents 
per one hundred pounds, out of which three cents is 
paid to the local road from Bellingham to Sumas Junc- 
tion, 23.3 miles, leaving 37 cents to be divided between 
the Northern Pacific and the Canadian Northern for 
2071 miles. The same condition prevails from points 
on the Tacoma & Eastern to Winnipeg, where, out of 
a rate of 40 cents for a haul of 1,491 miles, the North- 
ern Pacific received as its share 36 cents. From Ken- 
dall, Wash., the rate via the Northern Pacific or Great 
Northern and Bellingham Bay & British Columbia rail- 
road, the first-named carrier receives out of 40 cents 
37.5 cents for a. haul of 2,071 miles over the Northern 
Pacific and 1,817 miles over the Great Northern. When 
these rates and distances are compared with a haul 
of 1,564 miles to Jamestown, N. D., on the Northern 
Pacific, and 1,896 miles to Minneapolis over the same 
road and with substantially similar distances over the 
Great Northern upon which a rate of 45 cents has been 
prescribed By the Commission, it would appear that 
the 45-cent rate is a very liberal rate for the carriers. 

“5. From a careful consideration of all the evi- 
dence I find nothing of any importance showing, or 
tending to show, that the complainants herein are not 
receiving adequate compensation for the services which 
they render the public. Any injunction against the 
order of the Commission will operate to inerzase the 
revenue of the complainants beyond anything they huve 
yet received upon lumber traffic. No statement is made 
by complainants, or any of their witnesses, that if 
an injunction is granted, thereby increasing the revenu 
of the carriers, there will be any reduction on any 
other commodities or any class of traffic. Nothing save 
Opinion evidence is given upon the question of re- 
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muneration of the particular rates here under consid- 
eration. The Commission prescribed 45 cents as a rea 
sonable rate for the haul to St. Paul and Minneapolis. 
Measured by this standard and by the rates charged 
upon lumber over the lines of these complainants and 
of other carriers, the rates prescribed by the Commuis- 
sion are in no sense less than the carriers are en- 
titled to. 

“6. The evidence does not disclose whether the 
conditions and circumstances surrounding the move- 
ment of traffic from the Pacific coast to Omaha are 
similar or dissimilar to those appertaining to the haul 
from Pacific coast points to St. Paul and Minneapolis, 
except the elevation is much greater over the Union 
Pacific than over the Great Northern and the Northern 
Pacific. 

“7, The record fails to disclose the amount of the 
tonnage subject to the Commission’s order which is 
hauled by complainant. It does appear that during the 
year ending June 30, 1907, of the whole amount of 
tonnage hauled by the complainants, products of the 
forest constituted on the Union Pacific 7.86 per cent. 
on the Northern Pacific 37.38 per cent, on the Great 
Northern 14.8 per cent. How much of this percentage 
is carried at rates prescribed by the Commission does 
not appear. These percentages cover both state and 
interstate eastbound and westbound movements. The 
Commission’s order applies only to interstate eastbound. 

“8. Lumber is a low grade commodity, is loaded 
and unloaded by the shipper, requires but little service, 
loads far beyond the average per car and, upon the 
whole, is a very desirable traffic. I find no evidence 
which shows, or tends to show, other than mere opin- 
ions of interested parties, that lumber subject to the 
orders herein does not pay its fair proportion of the 
income which the complainants have or should have.’ 


Attacks Conclusions of Law. 

The exceptions to the master’s conclusions of law. 
36 in number, center principally upon his method of de- 
termining that rates east of the Pembina-Port Arthur 
line should be enjoined, and the advance proposed by 
the carriers allowed. The first blow at this conclusion 
is struck in excepting to the statement that in restoring 
the superseded rates to the Pembina-Port Arthur line. 
including the 50-cent rate to Omaha, the Commission 
necessarily found said rate reasonable to Omaha and 
Missouri river points and the court has a right to take 
the Commission at its own opinion on this point. De- 
fendant then demurs to the conclusion that, if the Omaha 
rate is reasonable, i. e., 50 cents, the 45-cent rate to St. 
Paul and 55-cent rate to Chicago are unjust and unrea- 
sonable; further exception is taken to the conclusion 
that the difficulties and expenses of transportation over 
the Northern and the Union Pacific lines are fairly 
equal; that the 10-cent rate to Chicago is low and con- 
ceded by the Commission to be reasonable. 

Further objection is made to the reiterance by the 
master of this basis of reasoning, that if the 58@-cent 
rate to Omaha is reasonable, 45 to St. Paul is unreason- 
able. Exception is taken to the conclusion that the 45- 
cent charge, while not confiscatory, is ten per cent less 
than what the Commission has found to be a reasonable 
rate, and therefore the prescribing of this charge be- 
comes an exercise of the Commission’s power that is 
so inconsistent with and violative of the fundamentals 
of rational justice and equity as to be an arbitrary 
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exercise ef the law and evince on its face a violation 
of its purpose and intent. The Commission also objects 
to the conclusion that its orders are inconsistent in 
dealing with the differential between St. Paul and Chi- 
cago and Omaha and Chicago. 

To summarize, defendant’s exceptions to the con- 
clusions of the master would seem to take this shape: 
Prior to the advance in 1907 the base rates from the 
coast on fir to St. Paul was 40 cents, to Chicago 50 cents, 
to Missouri river points and Missouri river 50 cents; 
the advance brought the St. Paul rate to 50, the Chi- 
cago rate to 60, Missouri river to 55 and Missouri river 
points to 60 cents. The Commission condemned, in toto, 
the advance west of the Pembina-Port Arthur line, thus 
restoring the 50-cent rate to Omaha, but an advance 
of 5 cents over the rates existing prior to November l, 
1907, was allowed to points east of the line, thus bring- 
ing the St. Paul rate to 45 cents. Previous to this the 
differential) between Omaha and St. Paul had been 10 
cents; the order of the Commission mM these cases cut 
it to 5 eents, by permitting: an advance in the St. Paul 
rate over the long-established 40 cents. 

But now comes the master and demands that these 
rates be on a parity; ignoring the wider differential 
voluntarily made by the carriers, and taking the Omaha 
rate as the measure of the reasonableness of the whole 
system, he holds that because an equalization between 
the St. Paul and Omaha rates was not made—in other 
words, because the differential was not wiped out en- 
tirely—the Commission exercised its authority so arbi- 
trarily and evinced such a disregard for the purpose and 
spirit of the act from which its powers flow that its 
order, in so far as it affected rates east of the line of 
demarcation, should be declared null and void. Stating 
the same proposition in another way—and this really 
seems to be the crux of the attack on the conclusions 
of law—the master is willing to accept the Commission’s 
judgment as to the reasonableness of the Omaha rate, 
which, if the former relationship to the St. Paul rate 
was to be preserved, would necessitate a reduction in 
the rates east of the Pembina-Port Arthur greater than 
that the Commission ordered, but because it did not al 
low the full measure of the advance to St. Paul points 
it discriminated against the northern lines, unduly pre- 
ferred the shippers in that territory and likewise unduly 
preferred the Union Pacific railroad. 

Defendant contends, as shown in its requested find- 
ings of fact, that the rates to Chicago via either the 
St. Paul or Omaha gateway, under the rates prescribed 
in its orders, are identical, and that the proportions ac- 
cruing to the carriers for the haul to the gateway are 
the same. Coincident with this, it attacks the conclu- 
sions of the master as to the rates to Chicago via this 
gateway and his condemnation with respect to the Chi- 
cago rates. 

Defendant also takes exceptions to the ruling of 
the master with respect to the limitations of the powers 
of the Commission, and will probably raise the point 
in argument that the conclusions with respect to the 
reasonableness of the St. Paul rate constitute an at- 
tempt on the part of the master to exercise a discretion 
that he has denied the Commission and that, does not 
lie within the scope of the court’s authority. There is 
no serious claim, contends defendant, that the Commis- 
sion’s rates were confiscatory; the findings in the case 
would nullify any such allegation; do not the other 





grounds upon which the master rests his recommenda 
tions have their basis in judgment, and who but the 
Commission is empowered to exercise the discretionary 
judgment in these matters? 


Want Lower Rates on Wheat 


Aberdeen, S. D., August 19.—At a meeting held here 
last Saturday, members of the South Dakota Millers’ 
Club decided to make an effort to secure for mills 
in this state the same rates as prevail in Iowa. 

It is alleged that the rates in the Hawkeye com- 
monwealth are approximately 30 per cent under those 
charged South Dakota millers. A committee, consisting 
of W. H. Stokes of Watertown, C. A. Lum of this city 
and H. R. Griffin of Huron, was appointed to take up 
the matter with the carriers in an effort to obtain 
the desired readjustment. 

Freight rates were also charged with being at least 
accessories to the present high prices of wheat. Cur 
rent quotations, the millers declare, are of fictitious 
creation and not controlled by the law of supply and 
demand. Minnesota millers, it was contended, can, how 
ever, obtain relief from exorbitant prices by importing 
southern wheat, but existing transportation charges into 
South Dakota are alleged to be so high as to close this 
avenue of relief to the South Dakota millers 





Reduces Rates on Ice Cream 





Indianapolis, Ind., August 19.—Ice cream makers of 
the state have been victorious in their fight, waged 
through the Indiana Ice Cream association, against the 
Adams Express company and others, for lower rates 

In an opinion handed down by Commissioner M 
Clure of the state railroad commission, the express 
companies are ordered to reduce their local intrastate 
rates on ice cream approximately 30 per cent. The 
frozen delicacy is placed in a special commodity class 
and the right of routing is, under certain conditions 
given the shippers. Rates on returned empties wer 
reduced two-thirds, the present rate of 15 cents being 
cut to 5 cents. Joint rates on ice cream were fixed 
at 75 per cent of the locals, but the question of divi 
sions was left to the express companies, with oppor 
tunity to appeal to the commission should the carriers 
be unable to agree as to the percentages of the revenut 
that should accrue to each. 

The express companies were, however, relieved 
from making delivery of the ice cream shipments 


WANTS LOWER RATE ON STONE. 

Indianapolis, Ind., August 19—Complaint has beet 
lodged with the state railroad commission by the Mono 
Crushed Stone company, alleging that the rates charged 
by the Chicago, Indianapolis & Louisville are excessive 
The petition sets forth that the rate on crushed stone 
from Monon to Battle Ground, a distance of 24.5 miles 
from Monon to Lafayette, 31.6 miles; and from Monon 
to Delphi, 22.4 miles, is 45 cents per net ton. (om 
plainant contends that a rate of 30 cents woul é 
profitable and one of 25 cents, fair. 
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EXPRESS TRANSPORTATION 


Carriers of {This Type without,Legitimate Field in 
~ This Country—Unnecessary Drains upon Business 


BY JAMES MANAHAN.* 

The first great captain of industry to hit upon the 
scheme of capitalizing a dream and collecting divi- 
dends upon it by controlling commerce, was Pharaoh, 
the Egyptian. In his sleep he saw seven ears of good 
corn grow to be consumed by seven ears of shriveled 
corn that followed. When he submitted the matter to 
his cabinet the old conservatives were puzzled for lack 
of precedent. Evidently Pharaoh had not yet organ- 
ized a legal department for Egypt. It was suggested, 
however, that a certain young Jew in jail had a won- 
derful gift of prophecy, and he was called into the 
conference. Joseph proved to be the original corpora- 
tion lawyer and trust organizer. He interpreted the 
dream in the way most pleasing to the thrifty instincts 
of his client and advised the conservation of crops for 
the benefit of: a holding company, of which Pharaoh 
should be chairman of the executive board and Joseph, 
general manager. 

This plan was adopted successfully, and for years 
Pharaoh was the system and Joseph the political boss 
in Egypt. They organized a line of elevators along 
the Nile and levied on 20 per cent of the crops for 
their sinking fund. When the famine came they owned 
the warehouses, the grain, the railroads and also the 
government with its army and police. The people still 
had their land and cattle. 

Crop failures and financial depression persisted, and 
from time to time universal hunger forced wholesale 
trades between the trust and the farmer. In this bar- 
gaining Joseph established a precedent religiously fol- 
lowed by rate makers ever since. He charged “all the 
tariff would stand.” The farmers traded their stock 
and lands, their wives and children, for corn to eat: 
They were bargained out of their liberty and agreed 
to be taxed forever, consequently in time became a 
race as hopeless as their pyramids and as voiceless 
as their sphynx. 

There was discontent and murmurings. It was not 

square deal to take a man’s farm for a few bushels 
ot corn which he had raised and contributed in taxes. 
Pharaoh and Joseph, doubtless, had their Jim Marshall 
to uphold théir contracts and to maintain the sacred- 
ness of their vested rights. 


The Ancient Insurgents. 





It takes a lot of courage to be an insurgent now, 
but it took more in those days, and Moses was the first 
insurgent. Under considerable obligation to the system, 
the King’s own daughter having reared him, self-in- 


This article originally appeared in the National Monthly 
‘nd is here reprinted from the Kansas Commoner. The author 
eds no introduction to readers of THe TRAFFIC WORLD, as all 
i'l recall him as the attorney for the complainant in the well- 
<nown Loftus vs. Pullman Company cases. Particular attention 
S directed to the concluding paragraph of Mr. Manahan’s ar- 
Ucle in his advocacy of the political importance of the trans- 
portation question. In the meeting of shippers at Chicago last 
May, Mr. Manahan gave expression to similar views, demand- 
ng that before a candidate for office should be given the public 
vote he should be “right’’ on the railroad question. This atti- 
tude becomes particularly significant in view of the appeals 
cing made by railroad executives to their employes; one, that 
t President Ripley of the Santa Fe—which appears in another 
part of this issue—bears directly on the same question-topic, 
political control of rate legislation.—Ep1ror. 
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terest suggested a sane career for him along the lines 
of party solidarity and financial respectability, but the 
bondage of his people hurt, and his conscience called 
aloud like the voice of God. Furthermore, Aaron talked, 
as only a great Democrat can talk, of the hopelessness 
and vanity of trying to reform the established order 
of a long-continued tyranny. Moses and Aaron worked 
together and finally decided to get their people out 
of the country at any cost. It was a big undertaking, 
for the system controlled the highways and all the boat 
lines on the Red Sea. Like the true insurgents of 
every age, they dared face the water without boats, 
for oblivion had no terrors worse than slavery. The 
sea receded. They found the promised land and ieft 
us a brave history. Meanwhile, in Egypt, the system 
and its victims, King, boss, stand-pat citizen, and laborer 
alike, perished in spite of the productive Nile, because 
commerce was prostituted to the passion of taxation. 
The fields and the roads, the body and blood of business, 
were taken and wasted by a special class, while the 
multitude murmured, degenerated, and finally quit, 
leaving fields tenantless, roads freightless, and the na- 
tion dead. 

The importance in our day of profitable farms and 
unhampered commerce cannot be overstated. Both 
propositions depend on transportation conditions. The 
magnitude of the movement of property and people in 
this country staggers the mind. Railway, express and 
Pullman companies do the work. Annually the railroads 
carry over a billion and a half tons of freight and 
about 900,000,000 passengers. The express companies 
handle over 400,000,000 packages, and the Pullman com- 
pany makes about ten million beds for passengers. 
Last year the reports filed with the Interstate Com- 
merce Commission showed that the railroads received 
as operating revenue, $2,494,115,589, averaging $10,704 
for every mile. The express companies made in 1907 
$128,117,176, and the Pullman company, $29,237,896.05. 

Altogether, transportation costs the people annually 
in round numbers two billion six hundred and fifty million 
dollars. This makes an average tax of about $15 a 
month for every family in the United States. One of 
the ablest examiners in the service of the Commission 
declared, at a recent hearing, that approximately one- 
half of what the people paid for what they bought, rep- 
resented the cost of transportation. 

The power of making freight rates is the greatest 
power in the world to-day. It controls commerce and 
the supply of food, clothes and shelter. It is sov- 
ereignty under present social conditions, and the divi- 
sion of that control, between the government and the 
corporations, makes us subjects of both and weakens 
our allegiance to each, for good citizenship “cannot 
serve two masters.” 

To the degree that one certain house can control 
commerce across this continent, it is a royal family 
with power as kingly and absolute over the lives of 
men as Pharaoh had in Egypt, or Cromwell during the 
stern days of his commonwealth. To the degree that 
our government can establish and maintain reasonable 
transportation charges, its sovereignty protects the peo- 
ple in matters of food and shelter, which in its final 
analysis means life and happiness. 

Under the constitution and existing laws the rail- 
roads make the rates, but the government can deter- 
mine their fairness. Great sovereign power is thus 
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delegated to railroad magnates, who in its exercise 
have grown arrogant and resent the restraining influ- 
ence of the government. 

Theoretically, our plan of railroad regulation should 
succeed, but practically its success depends so much 
on the wakefulness of the people and the fidelity of 
public servants, that grave doubts have arisen 
thoughtful men are anxious, seeing indications of the 
ever-increasing cost of living and general discontent 
and nothing in the constant control of money in large 
affairs in government and social life, that government 
control is a broken reed in the hands of a government 
controlled, and that the special interests now fighting 
to maintain unimpaired their rate sovereignty will, 
when beaten in their resistance to regulation, be found 
controlling the regulators in the practical politics of 
the republic. 

Commerce Commission Handicap. 

Since. its organization the Interstate Commerce 
Commission has been handicapped by a lack of power 
from Congress. The railroad lobby at Washington has 
always convinced, or persuaded, lawmakers that it 
would be dangerous to confer such a mighty power as 
rate making on any tribunal or commission; that traffic 
men could more safely be trusted; that physical valua- 
tion of the railroads was expensive and necessary. 
A considerable number of statesmen were always will- 
ing to be convinced or persuaded to these absurd prop- 
ositions, and consequently the failure of the Commission 
to lighten the burden of the people’s transportation 
tax should be charged to the lawmakers and back to 
the electors themselves. 

In spite of the Commission and in sight of Congress, 
traffic men, with infinite skill, have succeeded in raising 
rates, while other officials were buncoing the public 
with talk of lowering them. Changes in classification 
and rules governing minimum weights are made by 
wholesale with great profit, while lower rates on spe 
cific articles are retailed with wide publicity. 

Much controversy is rife throughout the nation on 
the problem of transportation. It is a wholesale con- 
dition. When dissatisfaction is spread it naturally 
stimulates a strong inquiry into contributive causes 
that are responsible for results far from satisfactory 
to all concerned. 

With lawmakers dominated by the transportation 
interests; with the Commission’s authority constrained 
by the courts; with cities clamoring for advantage, or 
against discrimination in rates, very little has been 
done for the producers and public generally. 

The people have more power than the special in- 
terests, but the people’s strength is sleepy, while money 
never rests. Restless men are needed in larger num- 
bers and the magnitude of the task should not deter 
individuals who can see justice inviting reformation 
and redress. 

Two reformers in Minnesota have recently demon- 
strated the stupendous power of the citizenship of an 
individual when it sets in motion the machinery of 
the government. 

George S. Loftus, a hay man of Minneapolis, and 
Benjamin E. Sundberg, a farmer of Kennedy, com- 


plained to the government that sleeping cars and ex- 


press rates were unreasonable. The Commission ordered 
hearings. Testimony was taken, investigations made, 
briefs filed, and arguments heard on both sides. 


of its last report, to $1,488,881.58. 
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Loftus vs. Pullman was won and Sundberg ys. 
Express Companies is still pending before the Com- 
mission. Facts disclosed, in the testimony of each case 
are startling and reveal the method by which the earn 
ings of the most extortionate transportation charge cap 
be absorbed by padding operating expenses and dupli- 
cating agencies; and finally made respectable, if no: 
lawful, by overcapitalization and periodical stock water 
ing. 

The sleeping car and express service is the legiti. 
mate business of railroads, and dividing the work adds 
to the cost assessed to the public to the extent that 
high-salaried officers, expensive offices and costly ter. 
minals are duplicated. 


Excessive Rates for Transportation. 

The government, under the right of eminent do- 
main, gives the use of its highways to the railroads 
and adds to that franchise the power of levying taxes 
for maintenance equipment and profit. The freight rate 
on corn paid by the farmer is as truly a tax as the 
money paid by him for working out his poll tax on 
the road from his farm to the station. The Pullman 
porter is as truly a deputy tax collector as the count) 
sheriff, and the express companies’ list of graduate 
charges is the most iniquitous assessment roll borne 
by ‘our tax-ridden people. 

Express greed, like that of all other parasites, is 
insatiable, and the taxes they collect are not computed 
on the cost, or value of the service performed, nor 
on the capital invested. “Your money or your life,” 
it says to the commercial: world, and often outclasses 
the highwayman of old by collecting at both ends 

Starting with a hand satchel as an investment, the 
express companies in a few years had property of every 
kind, from mules to men, working everywhere, from 
stable to Senate, at every kind of a job that made 
money, from buying hens’ eggs to hatching out presi 
dential booms in the corridors of the capitol. 

The Adams Express company began business il 
1854 and accumulated, to the date of its last report 
$45,617,087.65, in addition to paying enormous dividends 
annually, the last of which was $1,200,000. 

The American Express company, during practically 
the same period, accumulated $45,864,677.65, besides pay 
ing large annual dividends. 

The United States Express company accumulated 
$15,345,027.92, and paid in the last eighteen years in 
dividends, $6,150,000. 

The Wells-Fargo, in its last report, lists assets 
amounting to $137,888,662.31, a large part of which was 
accumulated during the past ter years, in addition to 
paying out over seven thousand dollars in dividends 

The Great Northern Express company was orgal 
ized in 1892. The total cost of its property, including 
real estate, fixtures and equipments, was to June 30 
1909, $71,288.91. The last annual dividend of the com: 
pany was $500,000. During the past ten years this 
company paid in dividends $3,200,000 and, in addition 
to this, accumulated assets, amounting on the date 
All of the money 
pay these dividends and acquire these assets came 
from express charges. 

The history of all other express companies shows 
substantially the same enormous earnings on practically 
a nominal investment. 


There is no sense or statesmanship in permi(ting 
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his. unnecessary drain of money from the public for 
the profit of politicians and enrichment of millionaires. 
Double taxation is as vicious in principle and more 
oppressive in practice than taxation without representa- 
tion, such as our fathers rebelled against. 

Not one cent of all the property and money engaged 

the express business to-day was invested as original 
capital. Over 99 per cent was paid in by the public 


for express service. maintained and 
enlarged from daily earnings and charged to operating 


expenses. 


Equipment was 


Money was spent in lobbying and campaign 
purposes; safe and sane legislation was negotiated in 
divers states; reformers were rebuked and reduced to 
the ranks, regardess of cost, and _ still the surplus 
accumulated, so that from time to time it was neces- 
sary to capitalize and distribute it to the shareholders. 

There is no legitimate field for express companies 
in this country. They are unnecessary drains upon the 
business of the people. The United 
States is better equipped to handle by parcels post all 
small packages. The banks’ legitimate business is the 
transfer of money by drafts and letters of credit. The 
railroads can as readily haul fast freight for the public 
as for the express companies. Why should the burden 
of business be increased by duplicating the machinery 
of operation? Why should the taxes be raised by the 
law-protected monopoly? Why should the _ railroads, 
undertaking to handle the public business of transporta- 
tion, be permitted to shirk a part of their work and 
make more money by their dereliction than they would 
in the full performance of their duty? Why should the 
transportation tax be levied, collected and diverted from 
the public treasury by men doing public work for pri- 
vate profit? 

The same plan of building out of earnings and 
capitalizing surplus was followed by the Pullman com- 
pany. In forty years it grew from one to about five 
thousand cars; from a capitalization of one hundred 
thousand to one hundred million dollars; from an actual 
market value of fifteen thousand to over one hundred 
and fifty millions. 

In addition to building these cars and accumulating 
this property, the earnings of the company paid annual 
dividends of eight or ten per cent upon the capital 
stock. 

The railroads do not object to the Pullman and 
express graft, for it is profitable to them. They make 
more for their share for carrying express tonnage than 
for hauling a like tonnage of their own freight, and 
are saved the expense of auditing, handling and insur- 
ing the goods. The Pullman company, by diverting a 
large part of the travel to night trains, lessens the 
equipment earrying the railroads’ pas- 
sengers by day and cuts the operating expenses of the 
passenger department in other ways, while stimulating 
trafie and increasing revenue. 

While the matter of controlling these auxiliary 
transportation companies is entrusted begrudgingly to 
the Interstate Commerce Commission, and while the 
Commission is accomplishing much for the public good, 
by way of regulating them, the wisdom and policy of 
permitting the continuance of their everlasting ar- 
rogance and intolerable imposition is, broadly speaking, 
a political question and demands the consideration of 
all men who aspire to leadership in political affairs. 


government and 


necessary in 
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HIGH CHARGE UNWARRANTED 


Commission’s Order for Refund of Excess Charges 
Due to Diversion of Traffic in Transit Sustained 








In the issue of THe TrArric Wortp for August 5, 
1910, attention was called, on page 247, to the decision 
of the federal court finding in favor of Woodward & 
Dickerson in their suit to recover reparation awarded 
them by the Interstate Commerce Commission for ex- 
cessive charges due to unauthorized diversion of ship- 
ment over a route carrying rates higher than that se- 
lected by the consignor. Below, we present the decision 
in full: 


CIRCUIT COURT OF THE UNITED STATES, SOUTH- 
ERN DISTRICT OF OHIO, WESTERN DIVISION. 
Edwin S. Dickerson, trading as Woodward &) 
Dickerson, Plaintiff, 
vs. > No. 6580 
& Nashville Railroad Co., 


The Louisville | 
Defendant. J 


Ruling on Demurrers. 

The claim of the plaintiff for an overcharge in 
freight was heretofore submitted to the Interstate Com- 
merce Commission, and all the points raised on these 
demurrers were considered and passed upon by that 
tribunal. Dickerson vs. L. & N. R. R. Co., 15 Inter- 
state Commerce Commission Rep., 107. 

Defendant complains that the plaintiff’s letter to the 
Interstate Commerce Commission, of September 4, 1907, 
is not such a “petition” as the statute contemplates 
shall be filed with the Commission by a claimant pre- 
senting wrongs within the jurisdiction of the Commis 
sion to redress. There are no formal pleadings pre- 
matters pending before the Commission. 
Com. Stat. 1901, 13b, 3164, 17a, 3168. The letter sets 
forth in substance all that a formal complaint would 
contain, and while it does not ask for a judgment for 
the $154.81 and interest claimed to be due the plaintiff, 
yet it does contain a substantial prayer for relief against 
the defendant by way of damages for the wrongdoing 
alleged in it. This letter was sufficient to call the Com- 
mission’s attention to all they needed to know as a 
basis for issuing notice to the defendant to meet the 
charges, and, in fact, a notice was regularly issued 
upon it. This was a sufficient petition. 

The defendant claims that the interpretation of the 
Statute of Limitations by the Commission is not cor 
rect as applied to the case before them and now here. 

Section 16 of the Act approved June 29. 1906, pro 
vides: 


scribed in 


All complaints for the recovery of damages shall be filed 
with the Commission within two years from the time the cause 
of action accrues, and not after, and a petition for the en- 
forcement of an order for the payment of money shall be 
filed in the Circuit court within one year from the date of the 
order, and not after: Provided, That claims accrued prior to 
the passage of this Act may be presented within one year 

Under the contention of the defendant the first 
part of the section contemplates future causes of action 
accruing after the passage of the Act, and the proviso 
has in mind all cases which accrued prior to the 
passage of the Act, hence the plaintiff’s case is barred. 

Plaintiff's case comes within the literal language 
of the first part of the section, but is barred if the 


language of the proviso is applied literally. 
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Under the proviso the length of time elapsing after 
the acerual of the claim is immaterial. The claim 
might be more than two years old at the time of the 
passage of the Act and yet be saved. The sweeping 
requirement of two years in the first part of the sec- 
tion is limited so as not to include claims two years or 
more old at the time of the passage of the Act. The 
purpose of the proviso was to save claims which had 
existed more than two years prior to the passage of 
the Act, but which were not covered by the first clause. 
When Congress established these new rights and 
remedies some limitation, of course, had to be fixed 
within which causes might be brought, and it was 
highly proper that at the start all causes should be 
provided for. This is done if plaintiff’s contention as 
sustained by the Commission prevails, but is not af- 
fected if defendant is right. Under defendant’s con- 
struction, a claim accruing one day before the passage 
of the Act must be presented within one year after 
that event, but a claim accruing one day after the 
passage of the Act would be given two years within 
which it might be filed. Such a result would not seem 
to have been within the purpose of Congress in making 
this enactment. Either interpretation does violence to 
the language of. the Act, but this court concurs in the 
view of the Commission as expressed in Nicola, etc., 
Co. ve, in @&-N. RR. Co., 14 .1L..C.. C.. Repuitsd, 206, 
as applied by the Commission to the facts in this case. 
The bill of lading issued to the plaintiff contained 
the clause— 
every carrier shall have the right, in case of necessity, to for- 
ward said property by any carrier between the point of ship- 
ment and the point to which the rate is given. All additional 
risks and increased expenses incurred by reason of change of 


route in cases of necessity shall be borne by the owner of the 
goods and be a lien thereon. , 


It was the opinion of the Commission that the 
right of the shipper was to have his property trans- 
ported upon lines and at the rate specified in the rate 
schedules; that it was not a matter to be dealt with 
under the ordinary rules affecting contract obligations, 
but that the carrier was required under the law to 
carry complainant’s property at the published rates 
and was not authorized to make any kind of contract 
with the shipper by which the rates could be increased 
or decreased. This court concurs in that view. 

But, assuming that defendant might take advantage, 
in this particular case, of this agreement in the bill 
of lading, yet it would not seem that such “necessity” 
as defendant claims existed in this case for diverting 
the shipment from the prescribed route to another was 
of a kind which may fairly be said to have been within 
the contemplation of the parties; and that, even if it 
were, the defendant is in position to take advantage 
of it. One may be said to be compelled by necessity 
when he cannot control a situation himself. Such neces- 
sity often arises in railroad traffic, usually by act of 
God or vix major, but it could hardly be claimed that 
a necessity binding on a shipper could arise growing 
out of the fault of the railroad company itself, as, for 
instance, if a shipment on another route were made nec- 
essary because of an accident on defendant’s railroad 
for which the defendant was to blame. In such a case 
it would not be proper for the company to plead “neces- 
sity’ as a reason for charging a greater freight rate 
than published and agreed upon. Inasmuch as _ this 
shipment was to be made on connecting lines of road 
as a unit expressly by the agreement of the parties 
and fixed by operation of law, the schedules and the 
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lines being designated and published, it may with 
much reason be said that an accident on one of the 
other lines in the unit growing out of circumstance 
within control of such lines would not present such 
“necessity” as would permit the charge of a greater 
sum for transportation than had been agreed upon, an 
the schedule of which had been published accordi: 
to law. 

The necessity which defendant claims is an excuse 
for diversion of the shipment to another route and 
the consequent increase of cost in transportation is two- 
fold in that the P. C. C. & St. L. R. R. Co., by reas 
of a congestion of traffic had laid an embargo upon 
receiving at Cincinnati any more freight and would 
not, and could not, receive from defendant, plaintiff's 
two cars of merchandise; and in that there was an 
extraordinary volume of traffic at that time, and the 
two cars if held by defendant would have resulted 
in a congestion and blockade of its own line and 
cilities. Whatever reasons other than vix major 
P. C. C. & St. L. R. R. may have had for declining 
to receive cars from the defendant would not create 
such a “necessity” as would justify the defendant in 
diverting the shipment to another road. Surely, if the 
reasons were merely arbitrary, the shipper ought 
to be required to pay any more than he had agreed 
to pay, and the tariff schedules required him to 
because the defendant was not able to carry out its 
agreement with him. And if the reason for refusing 
was because of a congestion in the traffic of the P. C. 
C. & St. L., that was a circumstance which the railroad 
men might always have in contemplation if they did 
not have cars enough to transact the business offered 
them, and against which they might always provide by 
having a sufficient number of cars. Surely, if the rail 
roads had not sufficient cars to move their traffic, a 
shipper presumably without knowledge of the condi- 
tion should not be required to pay greater freight 
when the difficulty claimed to be the necessity which 
would justify it is one of the defendant’s or ‘its con 
nection’s own creation. Further, while it does not 
clearly appear that defendant knew at the time it ac- 
cepted this freight that it would not be declined by 
the P. C. C. & St. L. at Cincinnati, yet, that is prob- 
ably the situation. They did know, however, that their 
own volume of traffic was very great, and to hold these 
cars would tend to embarrass their own operations 
The inquiries naturally suggest themselves why defend 
ant took this shipment, and was it not its duty t 
advise the shipper that to get the shipment through 
within a reasonable time other routes must be em- 
ployed than the one agreed upon, so that he, and not 
it, could then determine whether he would pay an 
additional sum for his shipment? The court is of opin- 
ion that no necessity existed such as was within th¢ 
contemplation of the parties when the bill of lading 
was issued, and that under the circumstances th 
defendant is estopped from claiming the existence 
any such necessity. 

Orders on the demurrers may be taken in accorda! 
with the conclusions. 


S 


HAS RIGHT TO FIX POWER RATES. 
Lansing, Mich., August 19.—Attorney-General Kuln 
has, in response to a request from the commission, hd 
that the state railroad board has the right to regu! 
the rates of hydro-electric power companies doing ) 
ness in the state. 
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HOLD UP EXPRESS RATE ORDER 


Oregon Decision Reducing Charges of Wells, Fargo 
& Co. Suspended Until Next Month— 
Details of Order 





Salem, Ore., August 19.—The order of the state rail- 
road commission reducing the intrastate transportation 
charges of Wells, Fargo & Co. approximately 19 per cent 
has been again postponed to give the defendant carrier 
opportunity for further conference looking to a possibility 
of mutual concessions and consequent early adoption of 
the provisions of the order. 

The present postponement is until the first of next 
month and is the second to be made. Under the state 
law an order of the commission prescribing rates be 
omes effective twenty days after service is had upon 
the defendant carrier. The order in question was issued 
early in July, but the date of service was postponed 
until the first of this month. As before stated, since 

is it has again been postponed till next month. 

The findings of fact and the order of the commission 
in this case follow. The rates are fixed on a percentage 
basis, the new merchandise rates being 170 per cent of 
he first-class freight rate for the short-line mileage be- 
tween the stations affected. 


BEFORE THE RAILROAD COMMISSION OF OREGON. 

In the matter of Wells, Fargo & Co., a corporation. 
No, F-121. 

Now, on the 12th day of July, 1910, this matter 
omes on before the railroad commission of Oregon for 
tinal determination, having been fully submitted by the 
parties. The said commission, having heard and consid- 
ered the evidence offered and received, examined the 
various tariffs on file with it, and having considered the 
argument of counsel, finds and determines: 

Findings. 


l. That the defendant, Wells, Fargo & Co., is a 
corporation duly organized under, and existing by virtue 
of, the laws of the state of Colorado, and is a common 
carrier engaged in the intrastate transportation of prop 
erty by express between points within the state of Ore- 


ro 


gon, and is subject to chapter 53 of the laws of Oregon 


for the year 1907 and laws amendatory thereof and sup- . 


plemental thereto. 

2. That the said defendant operates over the fol- 
lowing lines of railroad and between the following points 
within the state of Oregon, to wit: 

Southern Pacific company’s main line of railroad 
from the state line, between the states of California and 
Oregon, northward to the city of Portland, Multnomah 
county, Oregon; the Southern Pacific company’s west 
side division, from the city of Portland aforesaid to Cor- 
vallis, Benton county, Oregon; Southern Pacific com- 
pany’s Yamhill division, from the city of Portland afore- 
said to St. Joseph; Yamhill county, Oregon; from Sheri- 
dan Junction, in Polk county, Oregon, to Sheridan, Yam- 
hill county, Oregon, and from Whiteson, Yamhill county, 
to Airlie, Polk county, Oregon; Southern Pacific com- 
pany’s Woodburn-Springfield branch line of railroad, run- 
hing from Woodburn, Marion county, to Mohawk Junc- 
tion, Lane county, Oregon; Southern Pacific company’s 
Mohawk branch, extending from Mohawk Junction, in 
Lane county, to Wendling, Lane county, Oregon; South- 
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ern Pacific company’s Natron branch, extending from 
Mohawk Junction, Lane county, to Natron, Lane county, 
Oregon; Southern Pacific company’s Lebanon branch 
line of railroad, extending from Albany Junction, in Linn 
county, Oregon, to Lebanon, in Linn county, Oregon; 
Southern Pacific company’s line, extending from Spring. 
field Junction, Lane county, Oregon, to Springfield, Lane 
county, Oregon; the Corvallis & Eastern Railroad com- 
pany’s line of railroad, from Yaquina, Lincoln county, 
to Hoover, Marion county, Oregon; Salem, Falls City & 
Western Railway company’s line of railroad, extending 
from Black Rock to West Salem, Polk county, Oregon; 
the Bogue River Valley Railway company’s line of rail- 
road between Medford and Jacksonville, in Jackson 
county, Oregon, and Oregon Electric Railway company’s 
line of railroad, extending from Portland, Multnomah 
county, Oregon, to Salem, Marion county, Oregon, and 
from Garden Home, in Washington county, Oregon, to 
Forest Grove, in Washington county, Oregon, and from 
West Woodburn in Marion county, Oregon, to Woodburn, 
Marion county, Oregon; Sheridan & Willamina Railroad 
company’s line from Sheridan, Yamhill county, to Willa- 
mina, Yamhill county, Oregon. 

3. That property known and designated as ‘“Mer- 
chandise” and “General Specials,” and taking “Merchan- 
dise” and “General Special” rates, is described, defined 
and classified, and the rules governing the shipment of 
same are set forth, in Official Express Classification 
No. 19 (O. R. C. No. 1), and supplements, amendments 
and exceptions thereto, filed with the said railroad com- 
mission of Oregon by said Wells, Fargo & Co. and made 
a part hereof. 


4. That the rates per hundred pounds imposed, 
charged and collected by said Wells, Fargo & Co. for the 
transportation by express of said property, classified as 
“Merchandise” and “General Specials,” over the said 
lines and between the said points within the state of 
Oregon, are, with the exception of said defendant’s rates 
on “Merchandise” between Portland, Ore., and points on 
said lines, set forth in said defendant’s Local Tariff No. 
61 (O. R. C. No. 2), naming express rates applying on 
merchandise and commodities between offices in the 
state of Oregon. That defendant’s rates on “Merchan- 
dise” between Portland, Ore., and points on said lines 
are shown in the Oregon section of said defendant’s 
General Tariff (1. C. C. No. 10), effective August 15, 1908, 
supplements, amendments and exceptions thereto. The 
aforesaid tariffs have been filed with the said railroad 
commission of Oregon by said Wells, Fargo & Co. and 
are made a part hereof. 


e 


5. That the rates or charges made by the said de- 
fendant for the transportation of packages or shipments 
of “Merchandise” weighing less than 100 pounds are as- 
certained and fixed by applying or using the scale of 
graduated charges and pound rates, as provided in rule 
8, found on pages 6 and 7 of said Official Express Classifi- 
cation No. 19. 

6. That the rates or charges made by the said de- 
fendant for the transportation of packages or shipments 
of “General Special” matter weighing less than 100 
pounds are ascertained and fixed by applying or using 
pound rates, as provided by the rules set forth under the 
head “General Specials” on page 15 of said Official Ex- 
press Classification No. 19. 


- 


7. That the aforesaid “Merchandise” and “General 


Special” rates are each unjust and unreasonable in so 
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far as they exceed the rates and charges set out or 
hamed in the next four paragraphs hereof. 

8. That the following are just and reasonable rates 
or charges per hundred pounds, to be made, imposed 
and collected by said defendant for the transportation 
by express of property, classified in said Official Express 
Classification No. 19, supplements, amendments and ex- 
ceptions thereto, as “Merchandise.” over its lines and 
between the following named points within the state of 
Oregon, to wit: 


(Note.—As stated previously, the rates here prescribed are 
170 per cent of the first-class freight rate for the short-line 
mileage between the stations named and the list is not here 
given.—EDIToR.) 


9. That just and reasonable rates or charges to be 
made, imposed and collected by said defendant for the 
intrastate transportation by express of packages or ship- 
ments of property classified as “Merchandise,” weighing 
less than 100 pounds over said lines and between the 
points named in paragraph 8 of these findings, are those 
obtained by applying the table or scale of graduated 
charges (found on pages 1, 2, 3, 4 and 5 of said Official 
Express Classification No. 19) and pound rates, as pro- 
vided in rule 8 on pages 6 and 7 of said Official Express 
Classification No. 19, to the “Merchandise” rates per hun- 
dred pounds set forth in the preceding paragraph. 

10. That just and reasonable rates or charges per 
hundred pounds to be made, imposed and collected by 
said defendant for the intrastate transportation by ex- 
press of property, classified in said Official Express 
Classification No. 19, supplements, amendments and ex 
ceptions thereto, as “General Special” matter, over said 
lines and between the points named in paragraph & of 
these findings, are those obtained by applying to the 
merchandise rates set forth in said paragraph, the scale 
“N” shown on page 24 of said Official Express Classifica 
tion. No. 19, the said scale and rates being as follows: 


When the merchandise rate The rate on “General Special’ 
in cents per 100 pounds matter in cents per 100 pounds 
is shall be 

10 40 
50 40 
60 50 
5 60 
85 65 
90 75 
100 80 
110 85 
125 100 
140 110 
150 120 
160 25 
175 ‘ 140 
200 150 
225 175 
250 190 
275 210 


If a “Merchandise” rate between any two points 
named in said paragraph 8 is not given in this paragraph, 
the next higher “Merchandise” rate used in this para 
graph is to be used as a basis in making the rate on 
“General Special’ matter. 

11. That just and reasonable rates or charges to 
be made, imposed and.collected by said defendant for 
the intrastate transportation by express of packages or 
shipments of property, classified as “General Special’ 
matter, weighing less than 100 pounds, are pound rates 
(ascertained and fixed in the manner provided in sub- 
division “F’’ of rule 8 on page 7 of said Official Express 
Classification No. 19), with a minimum of 35 cents (ex- 
cept where a lower minimum is specifically named). 


Order. 


It is therefore ordered, considered and determined 
that, for the intrastate transportation of property, de- 
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scribed, defined and classified in Official Express Classgj 
fication No. 19 (O. R. C. No. 1), supplements, amend 
ments and exceptions thereto, as “Merchandise” and 
“General Special’ matter, the said defendant. Wells 
Fargo & Co., shall cease and desist from imposing, charg 
ing or collecting the respective rates named in pa: 

graphs 4, 5 and 6 of the above findings, and shal! jy 
pose, charge and collect in the future for the intrastar 
transportation of such property by express over its lines 
and between said points within the state of Oregon th: 
rates or charges found by the said railroad commissio: 
of Oregon to be reasonable and set forth or named jy 
paragraphs 8, 9, 10 and 11 of said findings. 

Nothing in this order shall be construed as canceling 
any of said defendant’s “Miscellaneous Commodity” rates 
(set forth on pages 11, 12, 13 and 14 of said defendant's 
Local Tariff No, 61 (O. R. C. No. 2) and supplements 
thereto) unless the same exceed the rates, on the sam 
commodities, in this order prescribed, nor as preventing 
changes in, or amendments to, said “Miscellaneous Com 
modity” rates, nor the making or establishing of othe 
or new rates of the same class, so long as said new 
rates do not exceed the rates, on the same commodi 
ties, in this order prescribed. 

This order shall be effective and become operative 
20 days from and after the service of a certified cop 
hereof upon the said defendant, Wells, Fargo & Co 

Dated at Salem, Ore., this 5th day of July, 1910 


Mabee Talks on ‘Joint Commission 


New York, August 19.—Following an informal conf 
ence between Chairman Knapp of the Interstate Con 
merce Commission and Chairman Mabee of the Board o! 
Railway Commissioners for Canada, held at the Manhat 
tan a few days ago, for the purpose of discussing th« 
idea of having a joint board to exercise jurisdiction ov: 
international traffic between the two countries, the Do 
minion commissioner said: 

“The railway commission of Canada has wider juris 
diction over Canadian railroads than has the Interstate 
Commerce Commission with respect to those of the 
United States,” said Judge Mabee. “For one thing, it 
has supervision over the physical conditions of the rail 
roads. Before the latter begin construction they have t 
file their routes, with maps and all details of their plans 
We have control of the rates, too, and the facilities given 
to the public. Of course, the charter has to be obtained 
from Parliament, but, this done, we have the supervisio! 
of all else. A railroad cannot construct on a town street 
without .the approval of the board. 

“The recent act of Congress, giving more power to 
the Interstate Commerce Commission, follows upon the 
lines of our recent legislation, which has worked out 
well in practice. 

“This is an era of great railway building in Canad 
—in fact, there has never been anything like it in a! 


\ 


country. Roads are being constructed everywhere. Of 


course, the undertakings of the greatest magnitude ar 
the transcontinental lines of the Grand Trunk Pacil 
and the Canadian Northern, but a good many mino! 


( 


lines are being built to tap the trunk lines, and the 


mining regions of British Columbia and Ontario ar 
tracting many railways. 
“Railways in Canada are now very prosperous. Ther 


is such a diversity of traffic now that the moving of the 
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wheat crop is only a fraction of. the whole. There has 
been a great development through freight business. 

“We have two classes for passengers on some of 
our railways, and on the main line of the Grand Trunk, 
between Toronto and Montreal, there is a third class. 
This last, however, is on only one train per day each 
way. 

“The first-class rate in Canada is uniformly three 
cents a mile, and the second-class rate two cents. Re- 
turn tickets, first class, are five cents a mile. The rail- 
ways are compelled to charge everybody alike, but, of 
course, they can sell excursion tickets at cheaper rates, 
and there are commercial travelers’ tickets, commuta- 
tion and 1,000-mile tickets. Besides, the railways are 
empowered to grant transportation to the members of 
the press and other specially designated persons, but the 
giving of passes generally is prohibited. A railway may 
give passes to members of the legislature. 

“As for the subject upon which Judge Knapp and I 
are conferring, there has been a vast growth of inter- 
national traffic, but the Interstate Commerce Commission 
controls the rate to the boundary and we from there 
to the destination. There is no tribunal to control a 
through route, so that all through traffic moves 6n the 
lines of locals. 

“We have often had questions arising in consequence, 
such as the shipment of oil from Philadelphia to Toronto, 
there being no through rate on a commodity moving 
from Philadelphia to the frontier and thence to its des- 
tination. Then there are numerous questions respecting 
tourist traffic, such as from American points to Muskoka, 
a resort in North Ontario, where thousands of persons 
from the Pittsburg district and from the northern part 
of New York go in summer. 

“Our commission has also control over water tolls 
when steamboat routes are owned or controlled by or 
have a working agreement with rail carriers, principally 
on the Great Lakes and the St. Lawrence river. 

“The matter of international regulation has been the 
subject of correspondence between the two governments 
for several months, and we are hopeful of being able to 
recommend some plan which will be satisfactory to both 
Washington and Ottawa.” 


A Commercial Washington 





That there are more attractions in Washington than 
its beauty and charm as a home city is the opinion of 
some more than 800 active members in its growing 
Chamber of Commerce. There is a material side to 
its development that can proceed with substantial and 
permanent benefit to every citizen, and yet in no way 
invade or distract from its more artistic features. 

Surrounding the capital are extensive areas offering 
the most desirable sites for certain lines of manufac- 
turing.. These are conveniently located and easy of 
access by first-class transportation, and far enough away 
from residential and official sections of the city to in 
no manner interrupt or conflict with either. 

Ample territory for home sites in really preferential 
locations is available, and homes in Washington place 
the occupants in the real center of national interest. 

Transportation is provided by trunk lines reaching 
in every direction, giving prompt and efficient connec- 
tion with many of the most important markets. Within 
five hours’ ride of the city are nearly, if not quite, 40 
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millions of our population, and intensive development of 
the region has not yet begun. While so densely popu- 
lated, it has never, so far, felt the spur of necessity, 
and is only now preparing for its most comprehensive 
and energetic efforts at future growth, 

In the educational facilities, every form of general 
study and opportunity for the most effective specializing 
are afforded by the public and private institutions. 

Opportunity for recreation is presented in many 
diversified forms, and contributes greatly to the content 
of those who locate homes here. 

Climate is favorable to energetic effort except in 
the midsummer months, when labor everywhere feels 
the season’s severity, and at nearly all seasons of the 
year persons of normal health can be much in the 
open air. 

Coal and lumber are not far away from the mann 
facturer, two important factors in production. 

Manufacturing sites, as heretofore stated, well lo- 
cated as to convenience, are readily to be found, and 
in connection are the necessary auxiliaries of quick 
transportation locally, first-class rail and water routes 
for the movement of traffic, large sections for homes, 
and a supply of labor ready to take employment when 
opportunity calls its attention this way. 

Many American cities, including leading state cap- 
itals, have found it possible to combine artistic charm 
with general utility without trespass upon the domain 
of either, and the purpose of the Chamber of Commerce 
is in harmony with this principle. It will have the 
practical effect of giving Washington more residents of 
a permanent character, interested more directly in its 
local growth, and contributing to the value of its real 
estate, to its banking influence, and to all those interests 
supplying the necessities of a growing list of well-to-do 
consumers. 

Railways, financial interests, and all those who are 
a part of industrial advancement, must be interested in 
the Chamber of Commerce work. 

The time is not far away when much territory 
tributary to the capital must be restored to cultivation 
in order to meet the increasing demand for foodstuffs, 
and possibly some not heretofore used must be available 
in some way. 

As this period approaches, the trade possible to 
Washington should find the city ready to care for it. 


MONTANA EXPRESS RATES LOWERED. 
Helena, Mont., August 19.—An order has been issued 
by the state railroad commission reducing express rates 
in Montana about 25 per cent. The action was taken 
after a hearing and rehearing on the subject, the latter 
having been sought by the carriers. 


Galveston Cotton Report Out 





Records kept by the Galveston Cotton Exchange 
show that from September 1 of last year to July 29, last, 
2,470,896 bales of cotton were received at Galveston, 
divided among the various roads as follows: 


a ee 512,643 
Galveston, Houston & Henderson.................eeeeeee 185,320 
re, > SI en Ss i ea ciewen ens ecube hanes 369,273 
i. ST Se I Re ae cen ein eus.6 0 ap e.nie o.4d saweutn 342,205 
Galveston, Houston & San Antonio...................4.. 372,345 
» Ee ee re ee a ne ra a eS 368,777 
a & eR REE Sate Tie x Serre Dame em.” 26,239 


Barges and other: transportation. ...... 00. cccccvccccccwcs 294,094 
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LEGAL DEPARCIENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 





iNinois—“We wish to inquire whether a _ transpor- 
tation company is liable for shortage when the bill of 
lading which it issued was marked “S. L & C.” A 
good many companies refuse payment of claims on those 
grounds; however, to us, it seems that they are liable.” 

It is always competent for the carrier by an express 
representation to bind itself as to the actual weight of 
the contents of the goods purporting to have been re- 
ceived by it; but it may exclude any such construction 
by words limiting its undertaking, as by inserting a 
provision in the receipt that the weight or contents of 
the goods are known to it. Thus, receipts qualified by 
the statement, “weight and contents unknown,” “S. L. 
& C.” (shipper’s load and count), will release the car- 
rier from the liability of delivering the stated number, 
weight or kind, if the carrier is ready to deliver the 
quantity or kind of goods actually received by it. 

* = t 


Mississippi.—‘We are moving hulis from Texas com- 
mon points located on the B. R. R. Co. via New Orleans, 
to points in Mississippi, and claim that the through rate 
should not have been higher than the tariff rate to New 
Orleans, plus the I. C. tariff rate from New Orleans to 
Mississippi points. It is our understanding that the pub- 
lished through rate is not legal if it is higher than the 
combination of locals. Kindly quote Interstate Commerce 
decision hereon.” 

Some of the cases in which the Commission has 
ruled that through rates exceeding the combination of 
locals are prima facie unreasonable are Hope Cotton Oil 
Co. vs. Tex. & Pac. Ry., 12 I. C. C. Rep., 265; Coomes 
<a. ve. C. M. & St. P. KR. BR. Co. et al., 18 I. C. C. 
Rep., 192; Hilton Lumber Co. vs. W. & W. R. R. Co., 
91. C. C. Rep., 17; Flint Co. vs. L. S. & M. S. R. R. Co., 
14 I. C. C. Rep., 336, and Coffeeville Brick Co. vs. St. L. 
& S. F. Ry. Co., 12 I. C. C. Rep., 498. In the latter case, 
however, the Commission held that, although the general 
rule was that through rates in excess of the sum of the 
locals were to this extent prima facie excessive, yet this 
was not an invariable rule, and the Commission could 
make no general order in reference to it, but would 
determine each case on its merits. 

* a * 

New York.—‘‘The Interstate Commerce Commission 
having recently declined to enter an order for refund of 
overcharges, found by the Commission, to the complain- 
ant because he was simply a commission merchant and 
did not pay the freight, does not this ruling preclude 
earriers from demanding or collecting undercharges on 
shipments, handled on commission, from the consignee, 
who is a commission merchant or agent, and has not 
withheld sutticient funds from the shipper to pay addi- 
tional freight expenses? The carriers demand of and 
eollect such undercharges from the consignee, whereas 
the shipper is the sole beneficiary thereof.” 

The Commission has held that only such parties, or 
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their legal representatives, as have paid the freight 
charges can sue for the recovery of a charge illegally 
exacted, and be awarded reparation thereon. This for 
the reason that only the person who has been damaged 
by the act of the carrier, or is directly affected by 
results, is entitled to compensation for the wrong done. 

Now, while the party who has paid the unlawfy! 
rate is the one who is entitled to reparation, yet it does 
not naturally follow that the carrier must look to him 
for the recovery of any unpaid freight charges on the 
shipment. Legally, the party who is liable for the freight 
charges is the one who owns the goods shipped, and th 
presumption of law is that the party to whom the goods 
are consigned is their owner. This presumption might 
be rebutted, however, on a showing to the effect that 
the carrier knew that the legal title to the goods stil! 
remained in the consignor, or that it is to vest in the 
consignee only upon the performance of certain condi- 
tions, in which event, the carrier should demand under- 
charges from the consignor and not the consignee. In 
your particular shipments, if the goods are simply sent 
to the consignee to be sold on commission, and the title 
remains in the consignor, you should so prepare your 
bills ,of lading as to indicate this fact, and thus give 
notice to the carrier that the title of the goods remains 
in the consignor. 

* * oe 

Connecticut.—“We ship goods from A in one state 
to C in another state. The through rate thereon is 48 
cents per 100 pounds. These shipments passed through 
B, and there is a local rate of 18 cents between A and 
B, and of 20 cents between B and C, making a combina- 
tion of local rates of 38 cents. The carriers defend this 
local combination rate on the ground that strong com- 
petition exists between A and B. Please advise what is 
the legal rate.” 

The Commission has held in a number of cases that 
a specific through rate is the lawful rate upon a through 
shipment, even where, by combination of the local rates 
a lower rate might be obtained. However, a shipper 
can find a remedy, in such instances, either by consign 
ing shipment to B and there assuming possession of the 
shipment and reshipping it himself from B to C, or 
either by petitioning the Interstate Commerce Commis 
sion to declare the through rate unreasonable, inasmuch 
as the Commission has held in numerous cases that 
through rates exceeding the combination of locals are 
prima facie unreasonable. See answer to “Mississipp 
in this issue. 


x * x 


New York.—‘In a previous issue of your paper, you! 
legal department properly stated that the period in 
which claims must be prosecuted before the Interstate 
Commerce Commission is within two years from the 
time when shipment is delivered. We can find nothing 
in the Act or the rulings of the Commission covering 
the time within which a carrier must collect an’ alleged 
undercharge from a shipper. Please advise hereon.” 

The specific wording of the Act relating to the time 
within which actions shall be instituted before the Inte! 
state Commerce Commission is as follows: “All com 
plaints for the recovery of damages shall be filed with 
the Commission within two years from the time 
cause of action accrues, and not after.” You will « 
serve from the foregoing that the act does not limit th« 
time for commencing all actions, but only those “fo! 
the recovery of damages.” And as an action by a « 
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er for an alleged undercharge is not in the nature of 
damages, but is one in debt, it follows that the Act does 

t apply to, or limit, the time within which an action 
for undercharges might be brought. If, therefore, a car- 
rier should file complaint against a shipper for an un- 
dercharge (and the Commission has ruled that the car- 
rier must exhaust all legal remedies in an effort to col- 
lect undercharges), it would appear that the only limi- 
tation that is placed upon the time for commencing 
the same is that which is prescribed by the law of the 


state in which is located the Circuit court in which suit 
was brought. 


Commission Asks for More Power 





Indianapolis, Ind., August 19—The state railroad 
commission, in its fourth annual report, has recom- 
mended that its powers be increased by the enactment 
of new laws or amendments to existing statutes so as 
to make the following provisions: 

“The railroad commission act should be so amended 
that in proper cases the railroad commission may inter- 
vene in proceedings for the location, change or extension 
of a public highway, over the right-of-way of a railway, 
outside of the corporate limits of cities and towns, when, 

its judgment, such location, change or extension 
would not be advisable from the standpoint of public 
safety. 

“A Jaw should be passed providing a uniform method 
for presenting to the railroads, shippers’ or consignees’ 
claims against the latter; prescribing the kind of proof 
of claims which should be submitted to the carrier, and 
imposing upon the latter the duty of absolutely accept- 
ng or supplementing this proof so far as it is able. 
The law should also include a penal provision intended 
to secure prompt settlement of shippers’ and consignees’ 
claims against carriers, where the statutory method of 
proving the same has been allowed. 

“A law should be passed, giving the commission au- 
thority to permit refunds or reparation, in cases where 
a shipper has inquired of an authorized representative 
of the carrier and a rate has been quoted to him by the 
latter which is lower than the lawfully published rate 
whereby the shipper has been actually misled to his 
damage. 

“The safety appliance law (Acts 1907, page 186) 
should be so amended as to provide adequate punishment 
for wrongful destruction or interference with the opera- 
tion of safety appliances used to protect highway cross- 
ings. 

“A statute should be passed to prevent trespassing 
upon railway tracks, and punishing all persons who use 
such tracks as a footway. We have heretofore prepared 
a good bill on this subject. 

“The safety appliance law should further be so 
amended as to require adequate and properly working 
hand brakes to be placed upon all cars, both freight and 
passenger, including interurban cars, and, as to the lat- 
ter, that the hand brakes shall operate independently of 
the air or power brakes. 

“The safety appliance act should also be so amended 
as to give the commission authority to require the re- 
moval of lateral and overhead obstructions near railroad 
tracks in cities and towns. 

“A law should be enacted providing for the elimina- 
tion of grade crossings throughout the state by requiring 
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the steam and electric railroads to separate a specified 
number of grades each year, for each one hundred miles 
of railroad, or fraction thereof, owned or operated by 
them. The expense of separation should be divided be- 
tween the railroads and the counties, cities and towns. 
wherein the crossings are located, according to some 
fair basis to be determined by the railroad commission. 

“The towns -and cities code should be so amended 
as to permit an appeal to the railroad commission from 
town boards and city councils respecting ordinances 
governing the speed of railway trains within corporate 
limits; and the commission should be given power, upon 
ascertaining that no reasonable ordinance exists gov- 
erning the speed of trains through cities of the first. 
second, third or fourth class, to prescribe the rate or 
rates of speed at which trains may run within the cor- 
porate limits of such cities. 

“Sections 5786-5788 (Burns’ Statutes, 1908), concern- 
ing wires over railroads, should be .amended so as to 
enable the railroad commission to make’ general rules 
or orders in specific cases governing the manner in which 
telegraph, telephone and other wires shall be constructed 
and maintained over or under tracks of railways in 
order to prevent injury to trainmen and others coming 
in coutact with such wires. 

“The railroad commission act in Section Subdi- 
vision C, should be amended so as to remove the two 
years’ limitation from the life of the commission’s orders, 
and provide instead that an order from the commission 
shall remain in force for such time as shall be pro- 
vided in the order itself, unless sooner modified or set 


wside by the commission or by a court of competent 
jurisdiction.” 


Sues Monon on Coal Rate Order 





New Albany, Ind., August 19.—Fifty suits. have ‘been 
filed against the Chicago, Indianapolis:& Louisville railway 
by the state railroad commission in the Montgomery 
county court charging the defendant with disregarding the 
order of the commission in the Slider case reducing rates 
on coal. 

The original complaint was filed by Edward Slider in 
December, 1908, and he alleged that the rates of trans- 
portation from New Albany to various points on the Monon 
were discriminative and unreasonable. He asked the com- 
mission to adjust the rates, which it did, an order to that 
effect being made. It is alleged that the Monon did not 
comply with the order of the commission until May 15 last, 
when it should have been complied with beginning on Sep 
tember 9, 1909. The penalty for violating the order of the 
board, which it now seeks to collect through the courts, is 
a fine of $100 for each violation of the order and docket 
fees amounting to $50, as well as costs of court. 


WOULD ISSUE BALANCE OF BONDS. 
Albany, N. Y., August 19—The public service com- 
mission, second district, has received an application from 
the Fonda, Johnstown & Gloversville Railroad Company 
for leave to issue the balance of its unissued bonds un- 
der its 50-year first consolidated general refunding mort- 
gage of January 1, 1903, the proceeds of the proposed 


issue of bonds to be used to pay for additions, extensioris 
and improvements to the company’s line. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce ommission, state rail- 
road commissions and transportation 
companies in promoting and securin 
better understanding by the public an 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 


Officers 
J. C. Lincoln, President 
Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
/* M. Hopkins, Vice-President 
— Transp. Dept. Board of Trade, 
ee til. 













































































‘ooke, Secretury-Treasurer 
Wr. x eo Electric Co., Chi- 
cago, Ill 


nm ILLINOIS. 

z Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 

National Association of. Agricultural Im- 

lements and Vehicle Manufacturers, 
Evans, Sec., Chicago. 

Sterling Manufacturers’ and Shippers’ As- 
sociation, in charge of traffic of indus- 
tries at Sterling and Rock Falls, Ill., 
E. F. Lawrence, Pres., W. K. Palmer. 
Vice-Pres., J. Ww. Platt, Sec. Treas., W 
E. Long, T. M. 


MINNESOTA. 


Northern Pine Manufacturers’ Associa- 
tion, J. E. Rhodes, Sec., Minneapolis. 


MISSOURI. 

Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis 

Commercial Club, F. W. Maxwell, Comm’r, 
St. Joseph. 


Kansas City Transportation Bureau of the 
Commercial Cup, 5 H. G. Wilson, Woe. 
Comm’r, 105-6-7 Board of Trade B 
Kansas City. 


NEW YORK. 
Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 
National Wholesale Grocers’ Association, 
A. H. Beckman, Sec., 6 Harrison St., 
New York. : 


OHIO. 


Cleveland Chamber of Commerce, Munson 
A. Havens, Sec., Cleveland. 


WISCONSIN. 


Merchants’ and Manufacturers’ Assocla- 
tion, Wm. G. Bruce, Sec., 46 University 
Bidg., Milwaukee. 


TRAFFIC CLUBS 


The Traffic Club of New York, Chas. F. 
Moore, Pres.: C. A. Swope, Sec. 

The Traffic Club of Chicago, John T. 

if Stockton, Pres. Guy S. McCabe, Sec. 

' The Traffic Club of ‘Philadelphia, Edw. 

= Knight, Pres. H. C. Trumbower, Sec. 

The Traffic Club of St. Louls, Geo, J. 
Tausey, Pres. A F. Vessen, sec. 

The Traffic Club of Pittsburg, O. M. Eils- 
worth, Pres. T. J. Walters, Sec. 

. The Transportation au of indlanapolis, 

L. J. Blaker. Pres. B. Stone, Sec. 

The Transportation Club of Louisville, 

Alfred Brandeis, Pres. W. E. Cham- 


bers, Sec. 

The Transportation Club of Toledo, J. F. 
Ryan, Pres. K. D. pws ae 

The ——— Ciub of St. Paul; J. R. Jones, 
Pres. L. Bowker, Sec. 

The Teaite Club of Newark, Chas. Mil- 
bauer, Pres. E. G. Weil, Sec. 
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Vol. VI, No. § 


COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During 


Past Week 





Beekman Lumber Co. of Kansas City, 


Mo., va: Hil. Cent. @ Lk & 8S. 
F. (3455). 

Complainant alleges that on Dec. 
31, 1906, the Beekman Lumber Co. 
caused to be shipped from Bril- 
liant, Ala., to Clinton, Ia., one car- 
load of gum lumber, to Thebes, IIl., 
for reconsignment, rate charged by 
defendants 2314c. Complainant al- 
leges that the rate charged by de- 
fendants was excessive, unreason- 
able and unjust and prays that 
after due hearing and investigation 
defendants be made to answer 
such charges and asks reparation 
in the sum of $41.13. 


Henderson, W. K., Iron Works & 


Supply Co. of Shreveport, La., vs. 
Tex. & Pac. (3450). 

Complainant alleges that the de- 
fendants charged on sash weights. 
earload, from Shreveport, La., to 
Marshall, Tex., a rate of 23c per 
100 Ibs., for a distance of 42 miles. 
Complainant alleges that the de- 
fendant charged for a carload of 
sash weights from Terrell, Tex., 
to Shreveport, La., a distance of 
157 miles, a rate of 17%c per 100 
Ibs. Complainant prays that after 
due hearing and investigation de- 
fendant be made to answer such 
charges and to put in force more 
reasonable and just rates. 


Louisiana Saw Mill Co., Ltd., of 


Whitford, La., vs. La. Ry. & Nav. 
Co., M. K. & T., A. T. & S. F. and 
K. C. M. & O. (3461). 

Complainant alleges that on or 
about Oct. 10, 1908, it shipped one 
earload of yellow pine lumber, 
weight 55,900 Ibs., rate 34c per 100 
lbs., charges collected $190.05, from 
Whitford, La., to Canton, Okla. 
Complainant alleges that the rate 
charged by defendant was excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and 
investigation defendants be made 
to answer such charges, and asks 
reparation in the sum of $50.30. 


North Western Traffic Bureau of 


Fargo, N. D., vs. M. St. P. & S. S. 
M. (3453). 

Complainant alleges that on or 
about Sept. 10, 1909, it had shipped 
from Kulen, N. D., to Minneap- 
olis, Minn., one carload of mustard 
seed, weight 36000 Ibs.,_ rate 
charged 28c per 100 lbs., charges 
collected $104.80. Complainant al- 
leges that the rates charged by de- 
fendant are excessive, unreasonable 
and unjust, and prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges and asks reparation in the 
sum of $59.80. 


Pons, F. J.. of Jacksonville, Fla., vs. 


8S. A. L. (3463). 


Complainant alleges that on Oct. 
28. 1909, it was compelled to pay 





- ee RR 


to defendants the sum of $24.84 for 
the transportation of two horses 
from Columbia, S. C., to Jackson- 
ville, Fla. Complainant claims | 

was charged a rate of Tlic per 100 
lbs., while the rate in the opposite 
direction is only 54c per 100 Ibs 


Texico Transfer Co. of El Paso, Tex 


vs. L. & N., M. K. & T. and Tex 
& Pac. (3462). 

Complainant alleges that on 
about Dec. 18, 1907, there was 
shipped from Evansville, Ind., to 
El Paso, Tex., one carload of fur- 
niture, weight 24,000 lbs. Com 
plainant claims shipment was trans- 
ported from Evansville, Ind., to EF! 
Paso, Tex., on basis of a minimun 
weight of 24,000 Ibs., at a rate of 
lic per 100 Ibs., plus a minimum 
weight of 14,000 Ibs., charges col 
lected $151. Complainant claims 
that the rate charged by defend 
ants is excessive, unreasonable and 
unjust and prays that after due 
hearing and investigation defend 
ants be made to answer suc! 
charges and asks reparation in the 
sum of $20, with interest, also rea 
sonable counsel fees. 


The State of Indiana vs. Pullman 


Co. and various railroads (3454) 

Complainant alleges that the 
rates charged by defendants for 
the use of the upper berths i: 
Pullman cars are unreasonable, un 
just and excessive, in comparison 
with the charge for a lower bert! 
by night and a seat by day. Com 
plainant prays that after due hear 
ing and investigation defendants 
be made to answer such charges 
and to put in force more reason- 
able and just rates. 

Simpson Fruit Co. of Los Angeles 
Cal., The Frank, vs. Wells, Fargo 
& Co. (3460). 

Complainant alleges that on Jan 
15, 1909, it shipped from Kansas 
City, Mo., to Los Angeles, Cal., 01 
carload of eggs, charges collected 
$660. Complainant alleges that th 
rates charged by defendants art 
unreasonable, excessive and unjust 
and prays that after due hearing 
and investigation defendants \b« 
made to answer such charges and 
asks reparation in the sum of $2: 

Winterbotham & Sons of Chicag: 
Ill., vs. Mo. Pac. and Ill. Ce 
(3458). 

Complainant alleges that on DD: 
12, 1908, it shipped from P 
Bluff, Ark., to Kensington, III. 
shipment of staves and headinss 
and was charged by defendants 
rate of 24%c per 100 Ibs. Co 
plainant claims rate charged by « 
fendants is unreasonable, excessi\' 
and unjust, and prays that aft 
due hearing and investigation 4: 
fendants be made to answer suc! 


charges, and asks reparation in t): 


sum of $22.81. 
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CANADIAN BOARD DECISION 


Dominion Commission Passes on Application Brought 
under Railway Act of Canada 








Cartage Charges Held Illegal 


THE BOARD OF RAILWAY COMMISSIONERS FOR 
CANADA. 
Order No. 11270. 

D'ARCY SCOTT, Assistant Chief Commissioner. 

JAMES MILLS, Commissioner. 

In the matter of the application of T. J. Stewart of 
the city of Hamilton, in the province of Ontario, com- 
plaining of the charge of $1.50 over and above the regu- 
lar freight toll charged by the Canadian Pacific Railway 
company on a marble slab shipped from Montreal to 
Hamilton (file 12911). 

Upon the hearing of the application at the sittings 
of the board, held in Ottawa, April 19, 1910, in the pres- 
ence of the complainant and counsel for the complainant 
and the railway company, and what was alleged; and 
upon the report of the chief traffic officer of the board— 

It is ordered that the said toll of $1.50 charged by 
the railway company on the shipment of the said marble 
slab be, and it is hereby, declared illegal. 

File No. 12911. 

COMPLAINT OF T. J. STEWART RE CANADIAN PA- 
CIFIC RAILWAY COMPANY’S CARTAGE CHARGE 
ON MARBLE SLAB IN MONTREAL, P. Q. 

Heard at the city of Ottawa on Tuesday, April 19, 
1910 

Judgment of the Assistant Chief Commissioner. 

The complainant purchased a marble slab from 
Messrs. B. & S. H. Thompson & Co., Ltd., Montreal, 
which was shipped to him at Hamilton by C. P. R. 
freight, 

The carting for the Canadian Pacific Railway com- 
pany in Montreal is done by the Dominion Transport 
company under a contract by which the -railway com- 
pany gives the transport company “the sole and exclu- 
sive right to cart outward freight to the freight 
sheds of the company,” in the city of Montreal, at cer- 
tain rates therein enumerated, all goods which are to be 
shipped over the lines of the railway included in classes 
1 to 5 inelusive in the Canadian Classification, with cer- 
tain exceptions, with which we are not now concerned. 
The consignors notified the Transport company, whom 
they knew to be the cartage agents for the Canadian 
Pacific Railway company. The Transport company carted 
the marble slab to the Canadian Pacific Railway com- 
pany’s freight shed and charged $1.50 for the service, 
which was included in the Canadian Pacific Railway 
company’s freight bill, and paid by the consignee at 
Hamilton. The consignee then complained to the board 
that the charge for cartage was excessive. 

The Dominion Transport company is not under the 
jurisdiction of the board, and were it not for its con- 
tract with the Canadian Pacific Railway company, we 
would have nothing to say in this matter. 

Subsection 5 of section 314 of the Railway Act, as 
amended by section 11, chapter 61, of the statutes of 
1908, is as follows: 


No tolls shall be charged by the company or by any person 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 291 


in respect of a railway or any traffic thereon until a by-law 
authorizing the preparation and issue of tariffs of such tolis has 
been approved by the Board, nor, unless otherwise authorized 
by this Act, until a tariff of such tolls. has been filed with and, 
where such approval is required under this Act, approved by, 
the Board; nor shall any tolls be charged under any tariff or 
portion thereof disallowed by the Board; nor shall the company 
charge, levy or collect any toll or money for any service as a 
common carrier except under the provisions of this Act. 

And subsection 30 of section 2 of the Act, as amended 
by section 9 of chapter 61 of the statutes of 1908, pro- 
vides that— 


toll or rate means and includes any toll, rate, charge or allow- 
ance charged or made either by the company . Or by any 
person on behalf or under authority or consent of the company, 
in connection with the . Carriage, shipment, transporta- 
tion, care, handling or delivery of goods . and includes also 
any toll, rate, charge or allowance so charged or made for . 
the collection of cartage in respect of goods transported 
: or to be transported. 


In this case the $1.50 charged for cartage was under 
the authority or consent of the company, and therefore 
was a toll within the meaning of the section of the Act 
just referred to. 

The company’s cartage tariff No. E. 3807. Cc. R. CG. 
No. E. 1305, does not contain any item covering a 
charge for carting marble slabs in Montreal. In fact, 
the tariff especially excludes marble slabs. Nevertheless 
the company has in fact collected a toll, within the 
meaning of the Railway Act, which does not appear in 
its tariff. This is prohibited by subsection 5 of section 
314. 

I am, therefore, of the opinion that the railway com- 
pany had no legal right to collect the $1.50 toll, and that 
an order should go declaring that the toll charged was 
illegal. 


GOOD-BY, TELEGRAPH FRANKS. 


As a result of the amendments to the interstate 
commerce law, which went into effect Wednesday, the 
telegraph companies, whieh are now under the juris- 
diction of the Interstate Commerce Commission, have 
called in the franks formerly used by many who will 
be barred under the law from enjoying the franking 


privilege. Half-rate franks have also fallen by the 
wayside. 


CALIFORNIA FRUIT SHIPMENTS. 
Los Angeles, Cal., August 19.—There were 32 car- 
loads of oranges and 16 carloads of lemons shipped from 
southern California last Sunday and Saturday. Total for 


season: 24.208 carloads of oranges, 4,198 carloads of 
lemons. 


TO CONDUCT RATE CLASSES. 

The Northwestern University has seeured the serv- 
ices of J. W. Parker to conduct a course in railroad 
rates and rate-making in its evening school of commerce 
at Chicago. Mr. Parker is chief clerk to the assistant 
general freight agent of the Michigan Central railroad in 
this city. 


COMMISSION REFERS COAL CASE. 


Harrisburg, Pa., August 19.—The state railroad com- 
mission has referred the case of the Coplay Cement 
Manufacturing company vs. the Lehigh Valley railroad 
to the attorney-general and the secretary of internal 
affairs for such action as they see fit. This is the case 
in which the railroad is charged with violating the long 
and short haul provisions of the state statutes in its rates 
on coal to Coplay. 
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NEWSPAPER COMMENT 


On Railway and Other Questions of National and Local Interest, 


The political spirit recently shown in many west- 
ern states, in both of the great parties, has sorely 
perplexed politicians in the east. They have stood 
before it aS much puzzled as Dr. Holmes’ pointer dog 
gazing at the turtle. They could not be blind to the 
facts, but they have not known how to interpret them. 
They could see that this political manifestation went 
deep and wide, that there was something in it like 
a revolutionary stir, that men’s minds were bubbling 
with new thoughts and emotions; but the cause and 
the aim of it all they have not been able to discern. 
They could see no principle in it, and so they read 
into it personalities; they said that it was a movement 
for or against one or another political personage, or 
what not. Partisan motives were alleged; ambitious 
men were scheming to bring about new political align- 
ments to their own profit, and so on. 

All this is so gross a misunderstanding of what 
has been and is actually going on in the west that 
it is highly desirable to try to ascertain the truth. 
Whatever may be the differences of opinion between 
the different parts of the country, it is important that 
one part should at least know the tendencies of the 
other. And it needs only the slightest contact with 
western men, and with the press and the elected offi- 
cials that speak for them, to see what a mistake many 
in the east are making in their reading of the signs 
of the times in the western political sky. 

The ferment and protest and mounting discontent 
in state after state west of the Alleghenies cannot be 
explained by superficial or temporary causes. Great 
masses of intelligent people do not break old party 
ties for nothing, nor do members of Congress go on 
taking their political lives in their hands unless they 
have deep and compelling reasons. This new western 
spirit is, indeed, non-partisan in the sense that men 
of all parties display it, and that they declare that 
they will permit no party to stand in the way of what 
they wish to accomplish. Nor is it aimed at persons, 
if by that is meant that it is bent on advancing or 
retarding the political fortunes of any man whatever. 
No; it is clear to those who have the patience to 
search out the truth of this extraordinary political phe- 
nomenon, that. the mighty stirring of western sentiment 
has to do with principles that lie near the heart of 
American democracy, and that deep answers to deep 
in the west because men on all sides there are coming 
to feel the sway of powerful motives and are deter- 
mined to assert them in our public life and make them 
prevail. 

If one were to seek to put the movement in a single 
phrase, it would be, growing hatred of privilege. In 
ene guise or another, this is the feeling which is driv- 
ing the people of the western states into such. remark- 
able forms of political striving and revolt. There can 
be, for example, no doubt that the west*is greatly dis- 
satisfied with the new tariff law. But note the reasons 
for this. It is not that the west can point to marked 


discrimination against her interests, nor that she js 
unduly taxed. Nor, primarily, is it a question of hig! 
or low tariff, as a theory. Her. grievance lies, rathe 
in the conviction that the tariff law was framed too 
largely by men who were the spokesmen of privilege. 
The west does not want any man or any industry t 
be free to write into the laws raising the publi 
revenue sections designed mainly to meet private ends 
It is in vain that western people are told that the new 
law is a good revenue-producer, or that their own part 
of the country is prospering under it. In their opinion 
that does not meet their charge that the tariff em 
bodied too many of the arrogant demands of priviles 
The same law, framed differently and more representa 
tively, would have failed to afford occasion for thé 
present revolt. 

Again, the west does not like to be patronized 
It resents that kind of well-being which is benevolentl) 
allowed it as an overflow of the profits of great capital 
The theory of some in the east that legislation should 
be so molded and government so conducted as to give 
the highest possible activity to big corporations, is 
treated only with scorn in the west. There they sa 
that they would prefer less prosperity with more manii 
ness and a truer equality before the law. They wan 
the quickening impulse to come from themselves rathe: 
than have it thrust upon them from the outside, eve 
by men who may be as wise as they are powerful 
They wish no interference of eastern corporations i! 
western state or municipal politics. It is, in a word 
the defiant and swelling assertion of the right of th 
governed to have full voice in their government that 
is the dominant note in all this western outcry. It 
a revolt against privilege in legislation, whether na 
tional or local, and a determination to make an end 
of it. 

If all this is so, it is high time that it were bette! 
understood. It is important that there should be no 
line of cleavage between east and west. On one hand 
the west is inclined to exaggerate grossly any supe! 
ficial indifference or lack of sympathy of the east. 0! 
the other hand, the east must not regard this wester! 
discontent as if it were freakish or malicious. Publi: 
men should open their minds to perceive the meaning 
of this new attitude of the west, which is big wit! 
political change. It is so because it is in a true sensé 
a return to the aspirations and the moving ideals of 
democracy. When we really come to understand wha 
fs now astir in the west, we shall see it to be. wit! 
whatever mistakes of detail, a spirit of equality and 
of justice—The Century Magazine for August. 191! 

Bo ue 

I believe, that in the new political alignments oils 
on in this country the young men of the nation, esp 
cially, should line up with that organization—whateye! 
its label—that promises most for the people and leas! 


for privilege in the immediate future. I believe they 


should go over to that party where in the shortest tim 
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they will find the best chance for their shots to hit 
and their blows to count. And our experience here in 
the west and northwest compels us to admit that that 
organization so far is the Republican party when dom- 
inated by the real Insurgents. And when it ceases to 
be so dominated in the west it is not only doomed to 
lefeat, but, in my judgment, to extinction and upon 
its remains will arise a new party that will really 
respond to the aspirations, hopes and purposes of the 
Insurgents in both parties. But if the Insurgents con- 
trol the Republican party, or present a fair prospect of 
doing so, I shall as cheerfully and as conscientiously 
be an Insurgent Republican as I have tried to be a 
Democrat, but never so foolish nor so partisan but that 
when a real test comes, in a crisis like the present, I 
cannot conscientiously and consistently support a man 
rather than a party. And, just as in the past, I have 
rejoiced to hope for victory for Hughes in New York, 
and have been proud to vote for Theodore Roosevelt 
in Colorado, so in the present great struggle I shall 
account it the duty of a real progressive, of a real 
Insurgent, whether Democrat or Republican, in states 
like Indiana, to work and vote for Beveridge, and in 
states like Wisconsin to work and vote for La Follette, 
and in states like Kansas to work and vote for Bristow 
and Stubbs.—Ben Lindsay in La Follette’s. 
& : 

At the root, if not the very root itself, of the pre- 
vailing high cost of living is the utter inadequacy of our 
machinery of distribution. It does not affect the main 
proposition that this machinery has been marvelously 
developed during the last fifty years. The fact remains 
that in different parts of the United States products of 
the soil that would command good prices if distributed 
among the markets in which there is a demand for 
them, are either selling at prices unprofitable to the 
producers or rotting in the ground or in cellars, says 
the Christian Science Monitor. 

Two illustrations are timely and impressive. Ac- 
cording to a correspondent of Wallace’s Farmer, an 
agricultural journal of high standing, tens of thousands 
of bushels of potatoes in certain parts of Ohio will be 
thrown away because the price offered for them—10 
cents a bushel—will not pay the cost of handling them. 
Yet, twenty miles away, in a city, potatoes bring 60 
cents a bushel. Farther away they command prices 
running from twice to four times this price. In Colo- 
rado and other states the same conditions exist. In 
Georgia and other parts of the south the loss suffered 
by peach growers this season of their inability to 
reach markets with their fruit have been enormous. 
A contemporary in one section says, with reference 
to the matter: “Probably some one, some day, will be 
able to work out a plan whereby common carriers will 
have to serve the people better;” and a contemporary 
in the other section says: “Somebody is to blame for 
this plain neglect, that has robbed Georgia of the 
benefits the state had a right to expect from a bumper 
crop of peaches. From the present published statement 
of I. M. Fleming, manager of the Georgia Fruit Ex- 
change, that responsibility seems to fall on the rail- 
roads.” 


* * * 


The condition is not a new one. It has been with 
us for more than a generation. It was with us when 
the farmers of Iowa and Kansas plowed their ripened 
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crops into the soil and burned corn in the husk for 
fuel. It is a condition that will cling to us so long 
as we shall be content with finding fault with the 
railroads instead of taking steps looking to an expan- 
sion and improvement of our transportation facilities 
commensurate with the growth and requirements of the 
country. One of the greatest needs of the nation and 
its people to-day is an immense enlargement and gen- 
eral betterment of our machinery of distribution. We 
are only in the infancy of railroad development. We 
are at the point where we should encourage and stim- 
ulate the construction of transportation lines, and we 
make a tremendous mistake when we place undue 
obstacles in the way of capital that is seeking an out- 
let in this direction.—Wichita (Kan.) Eagle. 
* * a 

At the Illinois Central car fraud hearing the tes- 
timony showed a great deal of the padding of the bills. 
Some of the bills were raised 1,000 per cent over the 
real price. The padding covered a large amount of the 
purchases of the company, and the fraud business 
continued for some time without detection. It is a 
great surprise how so much fraud could be perpetrated 
under the eyes of the officials of the company. 

It leads one to question how widespread may be 
this careless conduct of corporate business. And is 
anyone in connection with the corporation interested 
in these unlawful gains? To what extent may these 
contracts be padded in the interest of those on the 
inside without the corporation’s ever’ finding it out? 
These are important questions, since every citizen is 
interested in every public utility’s conducting its busi- 
ness economically and honestly. The claims upon the 
community in the way of rates and dividends are 
largely dependent upon the care and prudence with 
which a quasi-public corporation transacts its business. 

The incident suggests an inquiry of wide scope— 
how far astray is public sentiment out of which these 
frauds emanate, and how may that sentiment be cor- 
rected which generates such frauds? In these days, 
when we are so much disturbed about the housefly and 
the microbe, why may not we accord a little of that 
time to so instructing and exciting public sentiment 
as to eradicate all these frauds.—Ohio State Journal. 

* oa * 

Notwithstanding the gloomy reports in the early 
part of the year and up to a few weeks ago, it seems 
altogether probable that the western farmer will reduce 
prize fighters and baseball magnates to a state of hope- 
less impecuniosity by comparison with his prosperity 
this year. The wheat crop, after being totally ruined 
several times, has turned out a yield larger than the 
average, and with the high prices still maintained the 
farmers of Kansas, Missouri, Oklahoma, Nebraska and 
the Dakotas will need their automobiles as usual to 
carry their surplus earnings to the banks. The fruit 
crop, too, after being nipped in the bud by the un- 
timely frosts and finally exterminated by various kinds 
of bugs and scales, is reported to be the best that 
has been raised in this section in recent years. Storms 
may rage and snow may keep the farmer bound hard 
and fast in his furnace-heated home next winter, but 
the supply of apples bids fair to be so abundant that 
he will forget all such ills in the enjoyment of many 
barrels of cider, sweet or hard, as his taste elects. 
Then the corn crop, which was a total loss a few 
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weeks ago, the victim of drouth and hot winds, prom- 
ises to exceed former calculations so far as to baffle 
intelligent estimates. President Delano of the Wabash 
railroad has just returned from a trip over his road 
and he states that the corn along the lines of the 
Wabash looks as good as he has ever seen it. “The 
wheat and oat crops were good, says Mr. Delano, 
“and I think that all the scare about the heat burning 
up the corn is about over. It was these reports that 
caused us to make a tour of inspection along our 
lines, as we were informed that the farmers feared 
an almost total loss of the corn crop because of the 
heat. The general rains have changed conditions won- 
derfully, and we think the prospects now are for some- 
thing close to a bumper crop. We did not see very 
much of. the orchards, but those we did see looked. 
good to us. Altogether, the farmer will be a _ pros- 
perous individual this fall.” 

Mr. Delano is a conservative, close observer, and 
his report of conditions is corroborated by those com- 
ing from other. lines of transportation. Consequently 
general prosperity seems assured throughout the west 
for at least one more year, for the prosperity of the 
farmers is the hub upon which the wheels of all other 
industries turn. It is nice to be a farmer, although 
terribly tough to be an _ agriculturist—Kansas City 
Journal. 

& « * 

Mr. Gompers, president of the American Federation 
of Labor, made a visit of some months in Europe, where 
he investigated trade conditions, and as he had no 
party interest to serve, what he says is entitled to 
great weight. Speaking of the cost of living in the 
United States, as compared with European countries, 
he says: “If the immigrant to this country is willing 
to continue living here on the same level he was obliged 
to accept in his native land, he can find it for the 
same money.” That is the truth. In fact, on the same 
level, he can live for less in the United States, while 
his wages will be several times greater. This is the 
reason a million and more immigrants come to this 
country annually. Mr. Gompers, in his report to the 
Federation of Labor, says: 

“Living is cheap to the wage worker in Europe only 
because he does without what in America soon be- 
comes a necessity to him—food in good quantity and 
quality, presentable clothes, and a ‘comfortably furnished 
home, and in general a larger and freer life. Meat is 
usually from 25 to 100 per cent higher than in the 
United States. The immigrant, coming to America, 
finds that if he can buy a quantity (and in cases where 
he need not), his flour, fuel, potatoes, oil, sugar, coffee, 
salt—the essentials for his plain table—all cost less 
than they ordinarily do in the land he left. The cheap- 
ness and abundance of many varieties of fruits and 
of our melons and tomatoes is a surprise to him— 
Okeene (Okla.) Eagle. 

* * * 


An important announcement was made by Hon. 
George P. Graham at Somerset, Man., that an arrange- 
ment would probably be made for the international con- 
trol of rates on through freight between Canada and 
the United States. The rates on this freight have here- 
tofore been subject to the uncertain and disorganizing 
influences that result from railway competition and the 
varied outside interests of railway magnates. It was 
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announced that Judge Mabee, representing the Canadiar 
railway commission, and United States Representative 
Knapp of the Interstate Commerce Commission, were 
conducting negotiations for the purpose of devising a 
plan for the control of international rates. The first 
effort in this direction was made by Congress when it 
was enacted that every contract for hauling freight in 
the United States should be a separate contract, with 
the rate definitely stated. A contract for hauling from 
an American to a Canadian point was under the law 
divided into two contracts, the one ‘under American 
jurisdiction covering the haul to the boundary. It was 
always possible to require two separate contracts for 
an international haul, one under the jurisdiction of each 
country, and conforming to adapted schedules of rates 
and classifications. Such regulation has not promised 
results warranting the effort necessary, for there would 
always be means of evasion on either side and great 
difficulty in enforcement. With the growth of interna- 
tional traffic the difficulties involved in efficient regula- 
tion and control have increased, and the need of co 
operative effort has for some time been recognized on 
both sides. The present negotiations are the result of 
much correspondence and the exchange of many sugges 
tions between the Canadian and American authorities 

It is expected that the representatives will be able 
during the summer to make arrangements sufficiently 
definite for legislative action on both sides of the line 
If the promised success is achieved bills will be intro- 
duced in the Dominion Parliament and in the United 
States Congress providing the necessary machinery and 
establishing joint control. It is well known that the 
rivalry of Canadian and American roads handling inter 
national business has led to various means of evading 
the uniformity laws, and has had a disturbing influence 
on many lines of business. Varying, discriminating and 
uncertain freight rates are worse in their effect than 
heavy charges regularly enforced. This has been recog 
nized by the Canadian and American Commissioners, 
and their efforts are devoted to the establishing of uni- 
formity under the necessary supervision. If this can be 
achieved in regard to classified freight traffic there will 
be grounds for expecting freedom from the border nui- 
sance now besetting passenger traffic—Toronto (Ont.) 
Globe. 

* . ” 

The West does not like to be patronized. It resents 
that kind of well-being which is benevolently allowed 
it as an overflow of the profits of great capital. The 
theory of some in the East that legislation should be 
so molded and government so conducted as to give the 
highest possible activity to big corporations, is treated 
only with scorn in the West. There they say that the) 
would prefer less prosperity with more manliness and 
a truer equality before the law. They want the quick 
ening impulse to come from themselves rather than 
have it thrust upon them from the outside, even by m« 
who may be as wise as they are powerful. They wish 
no interference of eastern corporations in western state 
or municipal politics. It is, in a word, the defiant and 
swélling assertion of the right of the governed to have 
full voice in their government that is the dominant note 
in all this western outcry. It is a revolt against priv! 
lege in legislation, whether national or local, and 
determination to make an end of it—Century Magazine 
(Aug., 1910). 
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Craffic World Changes 


Ww. B. Gibbs has been appointed traveling freight 
ind passenger agent of the Chicago & Alton, Iowa 
Central and Minneapolis & St. Louis railways, with head- 
juarters at Peoria, II. 

The Chicago, St. Paul, Minneapolis & Omaha railway 
as announced the following changes: Albion M, Fenton, 
assistant general freight agent, with headquarters at Min- 
neapolis, Minn., vice Frederick C. Gifford, resigned to en- 
gage in other business; Edward A. Donnelly, commercial 
agent at Minneapolis, in charge of freight traffic in Minne- 
apolis and suburban points, vice Ernest E. Jones, resigned; 
Walter D. Burr, district freight and passenger agent, with 
headquarters at Duluth, Minn., vice Mr. Fenton; A. Revis 
Witherspoon, traveling freight agent, with headquarters at 
Grand Forks, N. D., vice Mr. Donnelly; Robert J, Holmes, 
traveling freight agent, with headquarters at Omaha, Neb., 
vice Mr. Witherspoon. 

Charles J. Kays has been appointed general agent 
of the passenger department of the Chicago & Alton 
railroad, with headquarters at Denver, Colo., vice A, D 
Perry, retired. E. D. Lappin succeeds Mr. Kays as city 
passenger agent of the Alton and Iowa Central at 
Peoria, Ill. 

F. W. Robinson has been promoted to the general 
freight agency of the Oregon Railroad & Navigation 
company, with headquarters at Portland, Ore. 

The Chesapeake & Ohio Railway company of Indiana, 
successor to the old Chicago, Cincinnati & Louisville 
line, has announced the following appointments: E. D. 
Hotchkiss, general freight agent, with headquarters at 
Richmond, Va.; A. P. Gilbert, assistant general freight 
agent, in charge of tariff bureau, with headquarters at 
Richmond; William Fitzgerald, Jr., assistant general 
freight agent, with headquarters at Chicago, Ill.; J. D. 
Potts, general passenger agent, and C. Lorraine, general 
baggage agent, with headquarters at Richmond, and T. 
H. Gurney, district passenger agent, with headquarters 
at Chicago. 

G. H. Westcott has been appointed commercial agent 
of the Chicago, Milwaukee & St. Paul railway, with 
headquarters at Buffalo, N. Y., vice J. H. Skillen, pro- 
moted. 








TRAFFIC MANAGER WANTED 


The Traffic Bureau of the Spokane Merchants’ Association 
wants a Traffic Man of experience to manage their freight 
bureau. Give experience in railroading, also in handling 
freight bureaus, if any. Give references and name salary 
wanted. Address 


Freight Bureau, Spokane Merchants’ Association, 
Spokane, Washington. 











WANTED 
If any of our readers who are not keeping a permanent 
file will send us their July 2, 1910, issue we will gladly 
reimburse them for it. 
The Traffic Service Bureau 
126 Market St., Chicago, Ill. 
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ToTry One Free? 


I mean just what I advertise! — You 
neither agree to purchase my typewriter after 
trial nor to obligate yourself in any way to purchase. 
You make no first payment—no deposit—you pay 
no express charges. 

The new FOX VISIBLE TYPEWRITER 
represents today the highest type of typewriter 
building and!s absolutely unequaled by any 
other typewriter on the market. 

belong to no trust—no combination— 
and no one dictates to me at what PIRICE | shail 
sell nor on what TERMS | shall sell. 


At My Expense-Not Yours 


Lm MES 
W. R. FOX, Pres., Fox Typewriter Co., 
9608-9618 Front St., Grand Rapids, Mich. 


Dear Sir:—Please arrange for the free trial of a 
Fox Visible Typewriter at your expense—not mine— 
without any obligation on my part. | willreturnthe 
typewriter to you within ten days, If | decide not to 


purchase It. 
Name 
Address 


Business 
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Directory of Transfer Agents, 





Freight Forwarders, 
Custom House Brokers, etc. 





Warehousemen, 


HARRISBURG TRANS- 


CATHCART TRANSFER 
& STORAGE CO. 


Pennsylvania Depot 
HARRISBURG, 





DODD & CHILDS ExX- 


FER & TRAFFIC CO. 


2 Exchange Place 
BIRMINGHAM, 


JERSEY CITY, 
LAAT N IE ETRE TE TE 





ADAMS TRANSFER & 
STORAGE CO. 
228 W. 4th St. 


KANSAS CITY, 


“BALTIMORE TRANS- 


Light & Lombard Sts. 





CALIFORNIA WARE- 
HOUSE CO. 
LOS ANGELES, 


| J. C. BUCKLES TRANS. 
O 


217-219 W. 2d St. 
CINCINNATI, 





COMMERCIAL WARE- 
HOUSE CO. 


LOS ANGELES, 


CLEVELAND STORAGE 


CLEVELAND, 





BUCKEYE TRANSFER & PATTERSON TRANS- 


STORAGE CO. 


COLUMBUS, 





COLORADO WARE- 
HOUSE CO. 


F. A. WALSH & CO. 
MILWAUKEE, 








THE PECK & BISHOP 


DENVER TRANSIT & 
WAREHOUSE CO. 


NEW HAVEN, 














THE E. BALF CO. 
HARTFORD, 


654-660 West 34th St. 
NEW YORK 













OMAHA VAN & STOR- 


E. S. BELDEN & SONS 
HARTFORD, 




















PHILADELPHIA WARE- 
HOUSE CO. 


PHILADELPHIA, PA. 
OE 







O. E. JONES 
PROVIDENCE, R. I. 


PROVIDENCE WARE- 
HOUSE CO. 


PROVIDENCE, R. I. 
SREP Aa 





BOWMAN TRANSFER S&. 
& W. CO. 
708 E. Main St. 
RICHMOND, VA. 






BROWN TRANS. & 
STORAGE CO. 
goo S. 6th St. 


ST. JOSEPH, MO. 





CALIFORNIA SHIPPING 
co. 


SAN FRANCISCO, CAL. 





SEATTLE TRANSFER 
co. 
SEATTLE, WASH. 





GEORGIA LIGHTERAGE 
& TRANSFER CO. 


SAVANNAH, GA. 





AMERICAN STORAGE & 
MOVING CO. 


ST. LOUIS, . MO. 





| THE TOLEDO WARE- 

| HOUSE CO. 
1309-19 Lagrange Street. 

| TOLEDO, OHIO 
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Pt Directory of Transfer Agents, Freight Forwarders, 


Bi N GHAMTON, N, Ve 


MERCHANTS’ WAREHOUSE COM- 
PANY. Storage, transfer and for- 
warding. 





BUFFALO, N. Y. 





BUFFALO STORAGE .& CARTING 
CO., 350-556 Seneca St. “Unsurpassed 
facilities” for storing, handling, trans- 
ferring and forwarding goods. Tele- 


RE- phone No. 683. 
<:cthencenecabtiietitaslnindiniistainistiaill Ss dnaliciniiascindiinl 

R. I CHICAGO, ILL. 

Oa 


The Quackenbush Company. | 


| ELMIRA, N. Y. 


| ELMIRA STORAGE & SUPPLY CO. 
General storage, transferring and for- 
warding. 


all railroads. Prompt service. 





| KANSAS CITY, MO. 


K. & M. STORAGE CoO., Ninth and 
Santa Fe Sis. 


tering city. 

won stored, distributed and re- 
8 

Track vaoninely’, eight cars a day. 

Low insurance, prompt, satisfactory 
service, 

Bondéd in accordance with state laws. 


BELT LINE TRANSFER & STORAG® 


CO., warehouses located at 76th and 
Wallace Sts., on Belt Railway; Office, 
4 Sherman St.; do a general storage 
and transfer ‘business; issue nego- 
tiable warehouse receipts, good at any 





bank. 
JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- 


load distribution to all 4 ee at 
- Chicago without teams; L. C. L. ship- 

ments of machinery forwarded at re- 
& duced rates to all principal western 
and Pacific Coast points 


MIDLAND WAREHOUSE & TRANS- 
FER CO., 43d and Robey Sts. Belt 
line warehousing and ee with- 
out teams. Carloads oe ved rail or 
lake and reshipped rail, L 
Chicago rates. Insurance rate, 29c. 


MO. 


ING G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 


custom house attorneys. 


CAL. 





DALLAS, TEX. 


W. M. EDWARDS, JR., 113 Austin 8st. 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 


ASH. 





DENVER, COLO, 


VENVER STORAGE WAREHOUSE 
CO., 1521-31 20th St. Merchandise 
stored and forwarded. Insurance at 
special rates. Consignments solicited. 





DETROIT, MICH. 


E. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage’ agents 
for the MICHIGAN CENTRAL R. R. 
CO. General cartage and forwarding. 
Spectal attention to carload distribu- 

on. 


ARE- H, J. READING TRUCK CO., 57 Hast 
Woodbridge St. Authorized cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 





reet. Line steamers. Special attention given 

HIO to distribution of carload freight for 
®) two or more parties. Merchandise de- 
a liyered as ordered. 





Cc. L., at | 


TERMINAL WAREHOUSE CO., 24th 
and Broadway, on Kansas City Belt 
Railway. 

Reinforced concrete building. 
Carloads stored, distributed and re- 
shipped. 
Absolute safety in storing. 
Prompt and careful service in dis- 
tributing and reshipping. 
Insurance, 25c per $100 per annum. 





LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CoO., 
S. Broadway. Baggage and —— 
distribution; consignments and 
loads our specialty. Established 1886. 


830 





LOUISVILLE, KY. 


LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses, 


| ST, LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and general storage. Drayage facili- 
ties. Cars promptly handled. Custom 


house entries attended to. Insurance 
18c. Track connections. 
BONDED EXPRESS & TRANSFER | 


CO. Distributors of bulk shipments, 
carloads or less. Consignments s0- 
licited. 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. General transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 

} prompt, Established 1872. 


SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 


Warehouses accessible to | 


} 


| 
| 


Warehousemen, Custom House Brokers, etc. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING CO. 
Wholesale distributors and manufac- 
turers’ agents. Modern brick ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers carrying 

at Savannah for supplying 
southern trade. Prompt attention 
given carload poguen for distribu- 
tion. Drayage 





Track connection with all roads en- | WILKESBARRE, PA. 


| MERCHANTS’ WAREHOUSE CO, 
Storage, transfer and forwarding. 
The Quackenbush Co. 


The Legal End 











| just in the same manner in 
which The Traffic Service 
_ Bureau has made a reputation 
for furnishing technical data 
_ on traffic matters, so is it now 
prepared to assist patrons in 
handling the legal phases of 
their shipping business. 


HE Traffic Service Bureau 

is able to offer you the 

_services of its legal depart- 

ment, under the personal 

|direction of our General 

Counsel. Wecan act either 

/as consulting attorney or as 

'attorney of record; we will 

handle your case from start to 

| finish, or assist in the prepara- 

tion of such legal data as your 

| own personal counsel may not 
have at hand. 


As in all other departments, 
| your wants are our only 
| limitations. 








The Traffic Service Burean 


| 46 Jordan Building, Washington, D.C. 
Lega: Department 
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THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


McGUIRE-CUMMINGS MFG. CO. 


CHICAGO, ILL. 


ks i, ae Spo. ip a 















FREIGHT CARS 


Steel and Wood Construction. Special and Standard Designs. 


CA BOOSES 
ALL TYPES SPECIAL EQUIPMENT 


DERRICK CARS CONSTRUCTION CARS 
CREOSOTING CARS LOGGING CARS AND TRUCKS 


SPECIAL TRUCKS OF ALL CAPACITIES 
Works: CHICAGO, PARIS, ILL. General Office: CHIGAG0 


WRITE FOR NEW CATALOGUE 

















